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EDITOR’S PREFACE 

Iisr completing and preparing for the press the unfinished 
manuscript of the author, I have had the advantage from long 
and intimate association with him of knowing his views on the 
subject generally. Unfortunately I had not had any dis¬ 
cussion with him upon the scheme of his book, and where the 
parts succeed one another in a manner , which is somewhat 
disjointed I do not know whether he intended to introduce 
paragraphs which would connect these part®. 

From his table of contents I have learned without doubt the 
order he intended to follow, and to this I have adhered faith¬ 
fully. I have occasionally made minor corrections or explana¬ 
tions where I thought them desirable, and these are not 
indicated. Additional paragraphs are indicated by square 
brackets [ ]. For any faults in these the author was in no 
way responsible. I have not thought it necessary or desirable 
to abstract every printed account of a dynamometer which I 
have found, but I have described in sufficient detail some for 
which he had left blank spaces, and a number of others 
which seemed to me to be of sufficient interest. My regret 
is that I may have overlooked so many that should have been 
included. 

It has been a pleasure to me to do my best to complete this 
book, for it shows how the author from the time that he was 
acting as his father’s curate at Taunton, and while he was 
Millard Lecturer on Mechanics at Oxford, devoted himself 
consistently to the science and art of dynamometry, and in 
that time devised and constructed nearly every known type of 
instrument, in many cases being the pioneer. 


C. V. B. 



OBITUARY NOTICE 

(From, the, Proceedings of the Boyal Society.) 

FREDERICK JOHN JERVIS-SMITH, 1848—1911. 

The Reverend Frederick John Jervis-Smith, the only 
son of the Reverend Prehendary Smith, of Taunton, was bom 
at Taunton on AprU 2, 1848. He was educated at Pembroke 
College, Oxford. While still a boy at home he had the great 
advantage of meeting constantly William EUis Metford, by 
whom his natural aptitude for science and mechanics was 
stimulated so that his genius, which was so marked in these 
directions, forced him at a later date to break away from the 
narrower life which his father wished him to follow. In 
obedience to this wish he entered the Church and acted for some 
years as his father’s curate and organist, becoming later Yicar 
and Patron of the hving of St. John’s, Taunton. It must have 
been at this time also that with the help of Sir John Stainer he 
attained that knowledge of music and skill at the organ and 
piano that his friends so greatly admired, for a touch such as 
his could not have been aoq^uired in later life. 

While at Taunton he followed the hent that was so strong in 
him and carried on experimental work in his own workshop, 
acquiring by various means an intimate knowledge of workshop 
practice such as the amateur rarely possesses. In 1886 he was 
invited to take charge of the JdiUard Engineering Laboratory 
attached to Trinity College, Oxford, and it was here that his 
best work was done. 

A good indication of the variety of Jervis-Smith’s investiga¬ 
tions may be found by reference to the Philosophical Magazine 
in the twenty years from 1882 to 1902. The subject to which 
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he devoted partitnilmrly wmstfiai ef work-iiunisiiring 

iiiaeliiiies and iiitegrator.s. and iiiany of tlie papc^ra are on this 
subject. SeTeral paj^ers refer to the ineasiireiiient of the 
torsion of rotating shafts with a view to detemiiiie the |>owc>r 
being transmit teal, and one of his early papers describes the 
means now^ adoptwi on large steamships, where, owing to the 
cmgines being turbines, indicatcnl power cannot be ascertained 
and the torsional method is the only one available. 

Other enc|niries which interested him were the magnetic 
properties of metals as affected by mechanical stress or by heat ; 
electric sparks and the influence on them of flame or pressure. 
Under this heading, probably, should be mentioned his beautiful 
electrically produced images of coins tiiat lie called inducto- 
script. 

One of the most valuable results of Jervis-Sniith’s ingenuity 
and mechanical aptitude is his tram chronograph. Those who 
have used the old pendulum myographs so usual in physiological 
laboratories, where the time records are rendered tiresome by 
the variable speed of the recording surface, should be the first 
to appreciate this beautiful instrument, in wdiich trouble from 
this cause is entirely eliminated. A still greater value has been 
given to this instrument by the perfection of the electro¬ 
magnetic styles that he invented and made. By making his 
electromagnets extremely small and the yoke relatively short 
and thick he reduced the latent period, so that this chronograph 
is now not only the most convenient but the most accurate 
instrument for ballistic and other measurements of the kind. 

Other subjects of less interest {>erhaps in w'hich Jervis-Smith 
made investigations or inventions were in relation to mer¬ 
cury pum|>s and means for raising the mercury continuously 
and automatically, quick distillation of mercury in vacuo, 
recalescence of iron, and high resistances made of graphite and 
plaster of Paris. 

During the last fe^v years since his retirement to his cluarming 
house near Lymington Jervis-Sniith was greatly interested in 
glowing phenomena in vacuous bulbs moved or spun in electric 
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and magnetic fields. On these he made numerous original 
experiments, but up to the present these results are not well 
understood. 

Jervis-Smith was awarded a medal at the Paris Exhibition 
of 1878 for a dynainonieter^ and at the Inventions Exhibition 
at South Kensiiigton he was awarded a silver medal for his 
work on dynamometers. He also received a medal from the 
Royal Humane kSocietj for rescuing a person in danger of being 
dro'^med. He was a member of the Committee on Explosives 
appointed by the Home Office in 1897>—96. He became a 
Fellow of the Royal Society in 1894. 

He was keenly interested in the historical side of Physical 
Science, and often brought to light curious anticipations of 
more recent inventions. He found, for instance, that the tele¬ 
phone had been made and described in Italy as an instrument 
for recording taps upon it by movement at the receiving end. 
The former inventor had apparently invented the same instru¬ 
ment as Bell, but he never thought of speaking into it. This 
historical appreciation made the selection of Jervis-Smith to 
represent the University of Oxford at the tercentenary of 
Torricelli at Faenza in 1898 singularly appropriate. 

Throughout his career one subject was constantly receiving 
his attention, and that was dynamometry in its widest sense. 
On this he had been collecting papers all his life, and in his later 
years he was putting these in order in the hope of seeing the 
great work completed which had gained so much from his 
originality. It is hoped that this will appear this year. 

He married Annie Eyton, second daughter of T. Taylor, Esq., 
who with one surviving son remains to mourn his loss. 

The singular charm, humour, and modesty of Jervis-Smith, 
no less than his genius, made his friendship a valued possession. 
The writer of this notice found in addition a community of taste 
and a mutual sympathy, and he has lost his closest and most 
valued friend and counsellor. 


C. V. B. 
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In writing this book it has been my aim to place before the 
reader an account of some of those machines which have from 
time to time beeix invented with a view to estimate the output 
of prime-movers, aud the power absorbed by machines when 
driven by engines or motors. The subject-matter is therefore 
mainly historical. It is not my iutentiou to describe fully the 
dynamometric methods employed in measuring ship resist¬ 
ances, by means of ship models drawn through water. Of 
late several testing tanks have been built, in England, Prance, 
Germany, and Japan, modelled on the original Testing Tank 
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of William Fronde. Tlie subject of sliip model testing has 
become so large and varied that it would be quite beyond the 
scope t>f tills book to give a full and adequate account of this 
branch of Dvnamometry. In Chapter X.Y. a list of sliip- 
testiiig plants will be found, including some of the construc¬ 
tional details. As the powers employed by engineers have 
increased during no long period of time from a few to 10,000 
horse-power, machines for measuring such powers have been 
modified, and designed to give accurate results under the 
different requirements of the cases to be dealt with. It is 
interesting to observe that in one of the earliest dynamo¬ 
meters, namely that of Him, the method employed of 
measuring power is the same as that used in the latest form of 
steamship propeller dynamometer, the horse-power delivered 
being, in both cases, found by measuring the torsion of a 
shaft. In the description of different dynamometers I have 
added figures and diagrams, in order to make the mechanical 
constructions clear when necessary. Since Prony, Him, 
Morin, Thomson (Lord Kelvin), and Fronde may be called 
the founders of djnamometric measurement, I have given 
descriptions of the machines of the last four from their own 
original papers, practically in full. 

The inventions of these pioneers of the subject are remark¬ 
able. Prony w^as the first to employ the friction set up between 
two surfaces, as a measured resistance to a pulley wheel 
rotated by a prime-mover. 

Him made his torsional dynamometer totalise the work 
done during a given period of time. Morin added an integrator 
to his transmission d^manionieter, and also an automatic 
recording apparatus, which exhibited the w^ork clone as an 
area, generated on a moving paper band ; by this means not 
only was the total ivorlc shown, hut also the way in which it 
was built up during any period of time. Thomson devised a 
brake machine in wiiich the moment of inertia of the brake, 
namely a rope, was reduced to the least workable value, 
thereby minimising the tendency to oscillate in the brake 
itself, and rendering the dynamometer steady when running. 
To Froude is due the turbine brake, in which enormous 
resistance to rotation is obtained in a small space by the useful 
application of the vortical rotation of a liquid. 
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Some years ago I published a pamphlet, in which a short 
account was given of certain forms of work-measuring machines. 
It was little more than a sketch of some experiments which 
were made in Paris in 1881, and at Taunton in a private 
laboratory, on dynamometric measurements. Since then 
more experiments on the same subject have been carried on 
by me and some of the students at the Millard Engineering 
Laboratory at Oxford (1886 to 1903). Believing that some 
portions of the work may be of interest to engineers, science 
students and others not directly engaged in the design of 
machines and engines, I have collected in the following pages 
some further accounts of dynamometric experiments and 
calculations bearing on the subject, so that the reader may be 
able to compare the different methods which have been 
employed by investigators of eminence in estimating the output 
and efficiency of prime-movers and mechanical combinations 
of many different kinds. Mow that a certain class of machinery, 
including the dynamo, the electric motor, and many kinds of 
engines, employed in ships and laimches, railways, trams, 
motor cars, and flying machines, has undergone rapid develop¬ 
ment, and in some cases reached a high degree of perfection, 
it has become necessary that some adequate method of testing 
the comparative merits of such machines should he in the 
hands of those who make them and use them. 

One of the leading features of excellence of machinerv, 
either of prime-movers or machines driven by them, is economy 
of working, so that accurate dynamometric tests of such 
machines is of paramount importance. 

An observation made hy John Penn, the celebrated marine 
engineer, chairman of the Institution of Mechanical Engineers, 
in 1858, at the close of a paper by VP^ilham Fronde on. dynamo¬ 
meters, is interesting in connection with my subject. It is as 
follows “ He ” (Mr. Penn) “ thought there could not be too 
many dynamometers, as they were of such importance.” 
Penn’s words were spoken at a time when the available methods 
for measuring efficiency were quite few and not much known ; 
he evidently felt that progress in the construction of the steam 
engine could be best gauged by dynamometric measurements 
of work. The masterly experiments of the late W. Fronde, 
F.P.S., on the power absorbed by marine engines, and ship 
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resistaiiee, deeideil certain dynanioinetrical questions so per¬ 
fectly that the importance of this class of measurement was 
thrust with great force upon naval architects and the builders 
of marine eiigint^. l)\Tnamometric tests bearing on the 
structure of our battleships are now carried'on daily at the 
Admiralty experimental works at Haslar under the direction 
of Sir. E. Fronde, F.R.S., and similar testing plants have been 
laid dowm by shipbuilders who wish to conduct their own 
testing. [These have been added to recently by the con¬ 
struction of a tank at the National Physical Laboratory at 
Bushy.] Some few makers of electrical machines long ago 
(1881) realised the importance of dynamometric tests ; also 
excellent tests of this kind were made from time to time 
under the supervision of the Royal Agricultural Society of 
England. In 1888-89 the Society of Arts conducted exhaus¬ 
tive trials of motors for electric lighting. At Messrs. Willans 
and Robinson’s Engineering Works, Rugby, a complete 
department for engine testing has been arranged by 
Captain Riall Sankey and Mr. C. H. Wingfield. In a well- 
illustrated paper by Mr. W. W. Beaumont,^ .will be found 
detailed descriptions of dynamometers of the friction-brake 
tjrpe. My own observations from having visited many 
engineering works and technical colleges, both in England and 
in the colonies of xAustralia and New Zealand, lead me to believe 
that much has yet to be done in this most interesting and 
necessary branch of experimental work. The dynamometric 
test either of a prime-mover such as a steam or gas engine, 
or of a driven machine such as a dynamo or spinning loom, 
should form a definite part of the workshop procedure of 
the mechanical and the electrical engineer, since such tests 
would definitely show progress or the reverse in the machine 
produced in the works. 

It has been customary with engineers to call the machine 
used for measuring work a dynamometer. The name does 
not seem to have been well chosen, since the word, derived as 
it is from tlie Greek Svvafzk = force, and = a measure, 

would imply that only force was measured, whereas work, 
f.e., the product of force into the space through which it acts, 
is measured by the machine. Since this is the case, a word 

* Proceedings of the Institution of Civil EnginieorSjV’ol.IXCV., November, 1888. 
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compounded of tlie Greek words e/>yor = a work, and perpor 
= a measure, would be preferable. Machines wliereby work 
is measured have been called ergometers (see Elements of 
Natural Philosopli-y,” Thompson and Tait, p. lU, Part I., 
2nd ed., 1879). Put as the word dynamometer ” has been 
so ■universally employed and applied to work -measuring 
macluiies it will be adhered to in this book. Dynamometers 
may be divided into three classes, the gravity, the frictional 
(including absorption machines), and the transmission forms. 
These and some of the methods used for obtaining numerical 
resnlts will be considered in order. 

If we wished to measure the work done by any engine, 
whether driven by water, steam, gas, electricity, or any other 
agent, we could make such a measurement by^ causing the 
engine or motor to wind np a known weight from a deep shaft 
in the earth ; then the height in feet through which the weight 
is raised, at a uniform velocity, multiplied by the numerical 
value of the total weight in pounds raised would give the 
numerical value of work done in raising the load in foot-pounds. 
In order that this very simple method might be practically 
employed the winding-rope should he continuous, so that the 
rope in itself may be in equilibrium. If an unbalanced rope 
were employed, its weight must be known ; then the product 
of the height through which its centre of gravity is raised 
nxultiplied by its weight = the work done in raising the rope. 
The sum of the two products equals the whole work done. 

Probably the earliest instance of carefully-conducted experi¬ 
ments on the determination of the work done by a machine in 
a certain time is due to John Smeaton, F.E.S. I give two 
instances of his methods of measuring work. 

The vanes of a small windmill were carried on an axle 
mounted on an arm FG (Fig. 1) perpendicular to its length, 
the arm being capable of rotation in a horizontal plane, on 
the axle DE, mounted on the frame ABC. By means of a cord 
ZH coiled on the vertical axle, the little windmill was driven 
through the air at any required velocity ; w^hile the windmill 
was thus impelled against the air it raised known weights P 
placed in a pan ST to a known height by means of pulk^ys and 
a cord MNO. Smeaton’s experiments were made on wind¬ 
mills furnished with vanes varying in shape and angular set. 





DYNAMOMETERS 


A eoiiiparimin betwc^^ii t-he %iiliies of the wc^iglits raised in 
different i*a'4t^>4 Indieated the relative values of the different 


forms of vanes and their angular set. A pendulum VX was 
used to show the time in which irorl: was done. In another 
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set of experiments Smeaton emplofed a somewhat similar 
method to determine the work done in generating angular 
velocity in a certain given mass, starting from rest when 
impelled by a force acting through a given space, whereby he 
essayed to find the relationship existing betw’een rotating 
bodies and a faUing weight which propelled them. Here we 
see probably for the first time wcyrlc expressed as a product. 
Smeaton writes thus: “And this mechanic power we shall 
express by the number 202, the product of ounces in the scale 
multiplied by the inches in its perpendicular descent, for 
8 X 25^ = 202”—about 1‘06 foot-pounds. Smeaton’s unit of 
work was the inch-ounce, a product hke the foot-pound now 
used by the modern engineer. It will be noted that Smeaton, 
by means of his pendulum, determined the time also in which 
work was done ; so that the rate of doing work, that is power, 
was found by him. In these days of aeroplane flights the 
earliest definite research in windmill sails should be of interest 
to those who are working on the behaviour of air screw pro¬ 
pellers. It wdll be seen in what follows that Smeaton’s 
excellent method has recently been developed into elaborate 
machines for testing the power of aerial propellers (Chap.XVI.). 

Some excellent experiments were made by M. Le Chevalier 
De Borda on the horizontal impulse wheel by means of the 
gravity method (“Memoire sur les Roues Hydraulique,” 
par M. le Chevalier De Borda, Hist, de I’Acad. Royal des 
Sciences, 1767). The water struck the vanes or curved blades 
of the wheel at an angle to the vertical; De Borda caused the 
hydraulic wheel to raise a weight by means of a pulley and a 
cord wrapped on the axle of the wheel, and by this means 
determined the condition of the maximum efficiency. 

Atwood, the inventor of the well-known machine which 
bears his name, when writing on the dynamics of rotating 
bodies (1784), gives an illustration of Smeaton’s instrument, 
but in his calculations the kinetic energy of the driving mass 
is included in the reckoning, and also other important points 
(“A Treatise on the Rectilinear Motion and Rotation of 
Bodies,” G. Atwood, M.A., P.R.S., Cambridge, 1784). An 
experiment involving the same dynamic condition is described 
in “ Applied Mechanics,” by Prof. John Perry, P.R.S., ed. of 
l897,p.247. 


I 
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Soon lifter the steam engine of James Watt liad shown 
itself to he an excellent prime-mover and the horse began to be 
replaced by it. the need of some method for determining the 
comparative power of the steam engine and the horse was felt. 

The following quotation from John Farey shows clearly 
how the early estimates of horse-powder were arrived at 
and determined. The passage is important historically, and 
therefore I give it at full length. 

Estimation of the Force of Steam Engines by Horse-power, 
1784 The Steam Engine/’ by John Farey : London, 
1827) 

“ The only uneqaivoeal mode of expressing the mechanical power 
exerted by an engine or hy an animal is the weight which can be raised 
through a certain space in a given time by that exertion ; and unless 
we define what a horse-power is in those terms, it is a very vague 
expression, on account of various degrees of strength which different 
horses possess, and their capacity of enduring fatigue.” 

When Messrs. Boulton and Watt first began to introduce their 
rotative steam engines into manufactories, about 1784, they found it 
necessary to adopt some measure of the power which they were required 
to exert; this they endeavoured to do in such terms as would be readily 
understood by the persons who were likely to w^ant such engines. The 
machinery in the great breweries and distilleries in London was then 
moved by the strength of horses, and the proprietors of those establish¬ 
ments, who were the first to require Mr, Watt’s engines, always inquired 
what number of horses an intended engine would be equal to. 

In consequence, Mr. Watt made some experiments on the strong 
horses employed by the brewers in London, and found that a horse of 
that kind, walking at the rate of two and a half miles per hour, could 
draw 150 Ih. avoirdupmis, by means of a rope passing over a pulley, so 
as to raise up that weight, with vertical motion, at the rate of 220 ft. 
per niinute. 

This exertion of mechanical power is equal to 33,000 pounds (or 
528 cubic ft. of water) raised vertically through a space of one foot in one 
minute, and he denominated it a horse-power, to serve for a measure of 
the power exerted by his steam-engines; that is, of the resistance 
actually overcome, in addition to the friction of the engine itself, and 

the resistance of the air pump-Messrs. Boulton and Watt’s standard 

for the horse-power is very much beyond the actual power of any horse, 
except the very strongest, and they cannot long endure the exertion of 
raising 33,000 lb. at the rate of 1 ft. per minute. Mr. Smeaton and other 
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engineers made inanT observations on tlie worlc actnallv performed by 
horses when working regularly in mills, and the results seem to show 
that 22,OiX) lb., raised at the rate of 1 ft. per minute, may be taken for a 
real horse-power, or as the exertion that a good horse can overcome with 
so much ease as to continue work for eight hours per day.’^ 

It may be noted that the first mention of horse-power in 
print occurs in VoL II. of the first edition of the Mechanics 
of Olinthus Gregory, 1805. 

Farey was a friend of Janies Watt, and a man of much 
ability, and moreover the inventor of an excellent form of 
slide rule, which appears to have been much used in the cal¬ 
culation of the dimensions of Watt’s engines. Some of the 
slide rules w^ere devised by Watt himself and one of his en¬ 
gineers, by name Southern. These instruments were known as 
the Soho sliding rule, and formed one of the everyday tools of 
the workmen employed by Watt (pp. 531—532 idem ), as is 
evident from the following words :—'' and having observed 
the facility with which the Soho workmen, performed their 
ordinary calculations by it.’’ I mention this, as I have heard 
some engineers speak of the slide rule as a new sort of instru¬ 
ment, and therefore one to be avoided. As a matter of fact 
the slide rule dates from a much earlier period, probably 1662 
(see I^ature, VoL LXXXII.), 

Experiments were made with much care by R. L. 
Edgeworth, F.R.S., on the relative work required to pull 
carriages of varied construction along ordinary roads. The 
results are collected in a volume entitled ''' An Essay on the 
Construction of Road Carriages,” by E. L. Edgeworth, 1813. 
One experiment whereby the pull on two carriages carrying 
different loads was found deserves especial notice. The two 
carriages to be compared were pulled along a road by means 
of a rope attached to each, which passed round a horizontal 
pulley, the axle of which was fixed to another carriage in front, 
pulled by a horse. When the friction of each carriage was the 
same in value they advanced side by side, but when difierent, 
by loading, the friction of one of them was changed, one 
adYanced on the other^s both were pulled along {ibid., p. 191). 
Two carts, one of which was furnished with springs, were 
tested; while the load of the cart having springs was as 15 to 12, 
the carts remained abreast of one another, thus showing the 
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advantage of the introduction of springs. The results are 
brought together in a paper by Mr. Ward, in the Third Report 
for 1809 of the House of Commons Committee upon Road 
Wheels and Roads. 

A somewhat similar method has been used for comparing the 
friction of two boats drawn through still water, but in this 
case the relative friction was found by knowing the lengths 
of the arms of a lever, which took the place of the pulley in 
the former experiment. The author has also employed a 
modification of the same method, in which the horizontal 
wheel in Edgeworth’s experiment was furnished with a Salter’s 
balance, which indicated the difference of pull on the two 
bodies drawn along by the front carriage ; in this way the 
relative resistance of two motor cars may be easily estimated— 
the two cars under comparison not using their own engines 
during the experiment. In many other experiments the 
same method of reading the difference of pull has been 
found to give excellent results—^for example, in testing the 
surface friction between two pairs of similar surfaces, in 
one set the rubber moving in a straight line, in the other 
the rubber having in addition a small simultaneous lateral 
movement. 

Coulomb investigated with great care the conditions under 
which men best performed worlc (Memoires de ITnstitut 
National des Sciences et Artes : Coulomb, '' Science, Math, 
et Phys.,” T. II.). His work is commented on by Poncelet 
in his ''Mecanique industrielle ” : Paris, 1841, p. 237. The 
table exhibited by Poncelet, taken from the results of Coulomb, 
is most instructive, as it is a summary of his experiments, 
made with great care and extending over many years of 
observation. The following translation describes one of the 
most remarkable discoveries of Coulomb :— 

“ Concerning the best method for utilising the strength of man, the 
table shows that the greatest amount of work which a man can yield per 
day without undue fatigue consists in raising his own body, and this 
equals 280,800 kilogram-metre units of work in eight hours. Since the 
kilogram-metre == 7*233 foot-pounds, 280,800 kilograms = 2,031,026 
foot-pounds in eight hours, or 4,231*2 foot-pounds per minute, so that 
the rate of doing work was 0*128 horse-power—a result at least seven 
times that of a simple worker with a shovel, and one which surpasses by 
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iieailj" two-thirds tliat of a workman employed in turning a "wincli 
handle. In order to utilise that amount of work at disposal there is no 
question, as Coulomb observes, but to make use of the descent of the 
weight of the man in raising a weight equal to his own to the height 
■which he reaches each time, each journey. Amongst the con¬ 
trivances devised to fulfil this end the most simple, and that ■which has 
been practically used hy Captain Coignet in the construction of the 
earthworks of the fort of Yincennes, near Paris, consis-fced of a rope 
passing over a pulley, furnished at its ends with boards, one of which 
carried the man and the other the weight to be raised. These opera¬ 
tions, in which each workman raised the weight of his own body (70 
kilograms) 310 times daily to the height of 13 metres, have been 
thoronghly authenticated.'’ 

The procesiS will perhaps be better understood if we imagine 
a grooved pulley, running on a horizontal axle fixed at the top 
of a building, furnished with a rope having its lower end 
attached to the load to be raised. The workman ascended 
the building by steps, and when at the top he seated himself 
on a hoard attached to an upper portion of the rope, the 
load being a little less than the weight of the man ; he then 
descended, regulating the rate of descent as he pleased, by 
handling the rising portion of the rope (which would be itself 
in equilibrium if continuous) until he reached the ground. 
Before he left his seat the load at the top w'O’uld be removed, 
another man would take its place, and the man below who 
had made the descent would he replaced by the next load, 
which would ascend in the same manner. At the same time 
the first man would be walking up again to the top of the 
building, to he ready for the next load. 

To-day one may see ships and colliers unloaded by men 
employing the same principle as that just described. A basket 
filled with coal by men in the hold of a collier is hauled np hy 
means of a rope passing over a pulley suspended from a spar ; 
the rope is furnished with numerous ends, four or five ; each 
end is seized by one of a group of men standing on a platform. 
The men jump from the platform at the same moment, and 
their joint weight brings up the load : this is then upset down 
a shoot into a lighter or truck ; the men then return to the 
platform for their next load. It is difficult to determine 
the date of this method of employing manual labour, but 
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A very simple and not to 
be despised method of test¬ 
ing a prime-mover such as 
a gas engine or steam engine 
(the ports being open to the 
air) with a view to finding its 
internal friction is to set the 
engine in motion by means 
of a rope coiled on the fly-¬ 
wheel, the rope being fur¬ 
nished with a weight suflicient 
to give the flywheel some con¬ 
venient slow rotation. The 
weight may either descend 
into a dry pit, or, if high 
buildings are available, the 
rope may be taken over a 
pulley at such a height that 
the weight may have the 
required fall while rotating 
the flywheel of the engine 
slowly. 

The method, which will be 
found iiistruetive, can be 
easily applied for testing any 
small machine in which rota¬ 
tion takes place. The weight 
can be most conveniently 
applied and increased by 
means of an open cylinder 
or bucket attached to the 
cord, into which dry sand 
PiQ, 2, poured from a hopper 

furnished with a sliding gate, 
by means of which the sand can be shut off at any 
instant. It is convenient to determine the weight of the 
cylinder, so that only the sand has to be weighed in each 
experiment. 










INTRODUCTION 


13 


The niachine described by Him * appears to be the proto¬ 
type of these work-measuring machines in which lines , ropes, 
or driving bands are employed in driving the machine or 
element of a machine to be tested. Two grooved pulleys are 
free to revolve on their horizontal axes, which are either in 
the same straight line or are parallel to one another. A 
contiimons cord embraces half of each of the pulleys, and 
the two portions which hang down pass round pulleys, to the 
blocks of which scale pans are attached, which can be loaded 
as req^uired- If one of the pulleys first mentioned be held 
fast, while the other is rotated, then one of the weighted pans 
will be raised and the other lowered. If one of the pulleys 
is connected to a fan, for example, the air resistance of which 
is sought, then when it is driven through the cord its tension 
is measured by half the difference of the weights in the scale 
pans, and the work done is deduced from the velocity of 
rotation and the tension of the cord. In Tig. 2 is shown a 
modification of this apparatus by the author, the two pans 
and weights in the apparatus of Him having being replaced by 
a pulley carrying a loaded arm G. 

The pulleys A and B are fixed on the same axis, which runs 
on ball-bearings, A being driven by the prime-mover. The 
continuous band EDGE passes round the pulleys. The 
object to be driven, such as a wind vane, is fixed at H to the 
axis of C. To the sheaves of the pulleys D, E, a band is 
attached which passes round the pulley T and is fixed to it, 
so that when I> and E are displaced the weight G, carried 
on an arm fixed to F, is raised, and from its position on a 
calihrated dial the difference of tension on the two sides of 
the driving band is known. This form of apparatus runs 
very steadily and is remarkably free from vibration. It has 
been found that good, strong firing-line, carefully joined with 
a long splice, makes an excellent driving band w^hen mocierately 
small forces have to be dealt with. Line of this kind is largely 
employed in the Admiralty experimental ship model tank, 
and its excellence as a transmitter of motion has been con¬ 
stantly proved during a period of over fifty years that it has 

* Bulletins de la Societe industrielle de MnlJiause, 1S54; and “ Recherches 
Exp^iKientales sur la, Relation qwi Existe entre la Resistance de I’Xir et sa Tem¬ 
perature,” parG. A. Him, Acad. Royale d© Belgique, 2 Jiiillet, 1881. 
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been employed elsewhere in connection with model ship- 
testing apparatus. 

In dynamometers of the above-mentioned type it has been 
suggested that there is some difficulty in calibrating the 
machine, arising from the idea that the effective diameter of 
a V-grooved pulley carrying the cord could not be truly 
determined. Such a measurement may be difficult to make, 
but it is not really required. What must be known is the work 
done due to the difference of the tensions on the two sides 
of the driving cord, or band, multiplied by the space through 
which this difference of the tensions acts. If while a known 
weight is raised at a uniform velocity the difference of the 
scale-pan loads, or the reading of the pointer in the author’s 
form of this machine, be known, then the constant of the 
ergometer can be found at once. Let this difference of the 
loads or the pointer’s movement be automatically marked on 
a drum covered with paper, rotating at a speed proportional 
to the distance through which the force acts, then the area of 
such a diagram, multiplied by a suitable constant, shows the 
whole work clone. For an illustration of this method see 
chapter on Planimeters. 

Before leaving the gravity method a modification of its 
application must bo ■ considered, namely, that in which a 
weight falling through a known height is made to do work. 
In the hands of Joule the gravity method of measuring work 
was turned to admirable account in his determination of the 
mechanical equivalent of heat.* The paper was read before 
the Royal Society on June 21, 1849, but before that date 
weights falling through a measured height while rotating a 
bar of iron under magnetic influence were used by Joule to 
determine the work done in heating the bar. He states the 
result obtained thus :—Therefore the heat evolved by a 
revolving bar of iron is proportional to the square of the mag¬ 
netic influence to which it is exposed.” A vertical axle, by 
which the iron bar was rotated, was driven by means of a 
double strand of fine twine carried over two easily-working 
pulleys placed on opposite sides of the axle. By means of 
weights placed in the scales attached to the end of the strings 

* The Scientific Papers of Janies Prescott Joule, F.R.S., published by the 
Physical Society of London, 1884. See ibid., p. IfiO, and p. 298. 
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the force necessary to move the apparatus was easily ascer¬ 
tained. In the research on the mechanical eq[uivalent of heat, 
the same method of driving a vertical spindle connected to 
paddles by means of which water was churned in a copper 
vessel and thereby heated was employed, the fall being 63 inches 
and the weights either 29 pounds or 10 pounds a-piece. In 
order to obtain sufficient work for churning the water the 
weights were repeatedly, raised, and allowed to fall, through the 
same height. The sum of all the heights of fall multiplied 
by the weights equalled the whole work done in any experi¬ 
ment in which a given weight of water was heated. The 
following correction was made : the weights reached the ground 
with a velocity of 2-42 inches per second. This was due to 
a height of 0*0076 inch and was subtracted from the fall 
in each case, giving the correct dynamic height fallen 
through. 

The author is indebted to the following gentlemen for their 
kindness in sending him original papers, drawings, and auto¬ 
matic records of work-measuring machines, and he wishes here 
to thank them for their excellent assistance. 

He also wishes to thank those institutions and societies 
which, through their several secretaries, have given him per¬ 
mission to reproduce paragraphs and figures from their trans¬ 
actions and papers. 

Sir Robert Ball, F.R.S.—Reproduction of paragraphs from 
'' Experimental Mechanics,'’ by permission of Messrs. Macmillan 
& Co. 

W. Worby Beaumont, M.I.C.E.—Reproduction of illustra¬ 
tions from a paper on Friction Brake Dynamometers,” 
Proceedings of the Institution of Civil Engineers, VoL XCV., 
1888-89, Part I., by permission of the Institution of Civil 
Engineers, per their secretary, J. H. T. Tudsbery. 

Messrs. Blohm and Voss, Hamburg.—^Drawings and full 
details of the Frahm Torsion Meter. 

G. J. Churchward.—^Dynamometer Car, Great Western 
Railway Co., Swindon. 

Archibald Denny, vice-president. The Institution of Naval 
Architects. — Traces from the Denny-Edgecombe Torsion 
Meter ; Torsion Meters as applied to the Measurement of 
Power in Turbines and Reciprocating Engines,” 1907, by 
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pe’srmission of the secretary, Institution of Naval Architects, 
R. W. Dana. 

The North-East Coast Institution of Engineers and Ship- 
bxiildcrs.-—Extracts from Mr. Gibson’s paper on Torsion 
Meters,” by permission of the secretary, J. Duckitt. 

Bngi7heering, —Permission to reproduce diagrams in issue of 
April 17, .1903, per the editor. 

Rnoyclopiedia Britannica, 10th ed., VoL XXX.—Permission 
to re:pro(l.uce matter on the subject of '' Integrators,” per the 
editor. 

Eroudo, E. R., F.R.S.—Traces from Tank Dynamometer 
of 8hip Models. 

Erundo, W., F.R.S. (the late).—Permission to reproduce 
dia,grams and matter from a paper by the late W. Froude, 
Pro(i(*edingK of the Institution of Mechanical Engineers,, per 
tlu^ H(^cretary. 

Hopkirisen, Professor B., Cambridge.—Torsion Meter for 
Ih’opcdlcr Shafts. 

Mc^HBrs. Taylor and Francis.—Permission to make cliches 
of original papers by the author, and reproduce the prints 
from them. 

Thompson, S. P., F.R.S.—^Description of early dynamo¬ 
meters by the author in Dynamo-Electric Machinery,” 1884, 
page 383. 

Instifaition of Civil Engineers.—Permission to use illustra¬ 
tions, per the secretary, J. H. T. Tudsbery. 

W. (1. Walker & Co.—Electros for figures. 

Messrs. Longmans, Green & Co.—Permission to reproduce 
figures, etc., from Willis’s ‘'Principles of Mechanism.” 
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Since in work-measuring machines of the absorption kind, 
in which energy received by the machines is converted into 
heat by means of friction set up between rubbing elements, 
either solid, as in the band ergometer, or liquid, as in the 
machine of the late W. I’roude, F.R.iS., the laws of friction 
and certain aspects of its application demand our attention. 
It is not my purpose to give here more than a sketch of the 
subject; for exhaustive information respecting friction the 
following authors * may be consulted. 

* Coulomb, Memoir by, 1785; Ronnie, Fhil., Trans. Royal Boo., 1829 ; Morin, 
Memoir, B’rench Acad., 1831-34; “ Nouvelles Experiences, etc., Faites,” 4 Met/., 
D- 0 
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Up to the year 1870 the doctrine taught respecting friction 
was embodied in three laws, namely :— 

(1) The magnitude of the frictional resistance between a 
given pair of surfaces of any materials is proportional to the 
pressure that keeps them in contact. 

(2) The frictional resistance is unaffected by the area of 
contact. 

(3) The frictional resistance is wholly unaffected by the 
relative velocity of the rubbing surfaces. Subsequent research 
has shown that the third law, as given by Willis in his “ Prin¬ 
ciples of Mechanism/' is not borne out by experiment when 
applied to journals running in bearings at velocities varying 
between wide limits. 

We are greatly indebted to Him, Beauchamp Tower, 
Thurston, and 0. Reynolds for their exhaustive researches on 
the friction between pairs of elements moving over one another 
at dijSEerent velocities. 

Eor the laws of friction due to a surface moving in water 
we are indebted to the late W. Froude, F.R.S. The Funda¬ 
mental Principles of the Resistance of Ships," Proceedings of 
the Royal Institution, London, May 12, 1876). See page 139. 

A statement of the laws of friction, as now received, between 
solids and a comparison of these laws with those of fluid 
friction are admirably stated by Prof. J. Perry, F.R.S., in his 

Applied Mechanics," p. 80, 1909. See next page. 

As possibly some of the readers of this book may wish to 
make experiments on friction, I now describe a simple method 
whereby the relationship between the load moved along a 
plane and the force required to move it may be discovered. 


1834; Him : his results are collected in “ Introduction k la M^canique Indus- 
trielle,” J. V. Poncelet, 3rded., Paris, 1870 ; Poncolet, “Introduction k laM^canique 
Industrielle,” Paris, 1870; Ball, “Experimental Mechanics,” 1871; Thurston, 
“ Priction and Lubrication,” New York, 1879 ; Galton, Engineering, Vol. XXV.; 
Beauchamp Tower, Proc. Inst. Mech. Engs., 1883-5 ; Jenkin and Ewipg, Phil. 
Trans., Vol. CLXVII., Part II.; Moseley, “ Mechanical Principles of Engineering ”; 
Reynolds, 0., Collected Papers, pub. Cambridge University, and Ency. Brit., 
Vol. XXX,, p. 372; Perry, J., “Applied Mechanics,” Cassell, London, 1897. 

Por friction in connection with belt gearing, see Trans. American Soc. Meeh. 
Eng., Vol. VIL, p. 347, eontaining researches of Prof, Lama, also the same society, 
Vol VII., p. 549; Lewis, Vol. XV., p. 204; P. "W. Taylor should be consulted. 
3ee, too, the admirable treatment of the subject of belt and rope gear in “ Elements 
>f Machine Design,” Part I., by W. C. Unwin, P.R.S.; and Report and Observa- 
ions on the Lille Experiments upon . . . Ropes for the Transmission of Power, by 
. Capper, 1895, Inst. Mech. Engs., London. 
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Perry’s Compaeisoit between Solid and 
__ Fluid Friction. 


between Solids. 

^oa?ce of friction does not 
xja^ XX ciepend on the velocity, 

slow 

(2) force of friction is pro- 

P^i'x the total pressure 

P^£5t5woen two surfaces. 

(3) CClxo fox'ce of friction is inde- 

of the areas of the 
surfaces. 

(4) force of friction depends 
oaixch on the nature of the 

rtxfxoing surfaces, their rough- 
otio. 


Fluid Friction. 

(1) The force of friction very 
much depends on the velocity, 
and is indefinitely small when 
the speed is very slow. 

(2) The force of friction does not 
depend on the pressure. 

(3) The force of friction is pro¬ 
portional to the wetted surface. 

(4) The force of friction at 
moderate speeds does not much 
depend on the nature of the 
wetted surfaces. 


Exp^^i<333,ce shows that almost any experiment carefully made 
30 discover some physical condition is the most valuable way 
if gbCQLixiring knowledge about it. It is certainly far the most 
astiYig in the memory. 

VVlion ■fcwo surfaces are in contact, such as a book resting on 
I ta/tolc, i-b will be found that if the book is made to slide along 
ihe •t.a.'ble a certain force, acting parallel to the surface of the 
table, must be applied to the book in order to maintain uniform 
notion. This resistance to motion which is experienced is 
iue -fco -tlae force of friction. In order to obtain a numerical 
p'alu.e of filnis force some such apparatus as that which will now 
le doscrilbed may be used. 

In frlxe apparatus usually employed for showing the laws of 
'riction -felie moving force is measured by some mechanism 
jxteirnal -fco the body moved ; this introduces a small unknown 
imon.n-fc of friction due to itself, but for this a correction can 
)e nriacio. A plank of deal or any other suitable wood, about 
5 fee-fc X 9 X 2 inches, furnished with two ribs of wood fixed to 
fs nncler side so as to support it from sagging, is carefully 
fiaiYocl. and surfaced. The sliding piece (which will be called 
ifi© Kliclo) is made of the same kind of wood 8x8x2 inches. 

o 2 
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A cord fixed to an end of the slide passes over a pulley ; 
to its end, which hangs down, a cylinder open at the top is 
suspended. Into this cylinder, which should be 12 inches long 
and 3 inches in diameter, dry sand is allowed to run in a fine 
stream ; when the weight of the cylinder and sand has imparted 
to the slide a steady, slow motion, the flow of sand is stopped 
and the cylinder and sand weighed. The weight of the cylinder 
should be found and marked on it so that only the sand has to 
be weighed in each of a set of experiments. In each experi¬ 
ment the weight of the shde W must be altered; it is con¬ 
venient to make the minimum weight of the shde, say 4 pounds, 
and then to add 4 pounds for each new experiment. The moving 
weight E must also’ be found in pounds and decimals of a 
pound. It will be found that the ratio of E to W is approxi¬ 
mately a constant quantity. How, then, can we obtain a 

E 

trustworthy value for the quotient which equals the co¬ 
efficient of friction ? This is usually denoted by the symbol /a. 

The answer to this question is ; A large number of experi¬ 
ments must be made and tabulated, and the best value found 
by the method of least squares, or by a graphic method which 
will be described. 

In eight experiments the following numerical values were 
found:— 


Table I. 


No. of 
Experi¬ 
ment. 

R 

Total Load 
on Slid© in 
pounds. 

Corrected 
Mean Value 
of Friction. 

F 

Calculated 
Value of 
Friction. 

Difference of 
Obs. and Gal. 
Values. 

1 

14 

4*7 

5*0 

-f 0-3 

2 

28 

8-2 

8-5 

+ 0-3 

3 

42 

12-2 

12-0 

- 0-2 

4 

56 

15*8 

15-6 

- 0-2 

5 

70 

19-4 

19*1 

- 0*3 

6 

84 

23*0 

22-6 

- 0-4 

7 

98 

25-8 

26-1 

+ 0*3 

8 

112 

29*3 

29-7 

- 0*4 
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Method of Least Squares. 


[''A number of observations being taken for the purpose 
of determining one or more unknown quantities, and these 
observations giving discordant results, it is an important 
problem to determine the most probable values of the unknown 
quantities. The method of least squares may be defined to be 
that method of treating this general problem which takes as 
its fundamental principle that the most probable values are those 
which make the sum of the squares of the residual errors a mini¬ 
mum'' This is the opening paragraph in the chapter on The 
Method of Least Squares in Spherical and Practical 
Astronomy,’’ Vol. II., p. 469, by Chauvenet. It is a conse¬ 
quence of the theory of probability that if a very large number 
of observations are made with a view to find some unknown 
quantity a more probable value of this quantity is obtained if 
the sum of the squares of the errors in the several observed 
results is made a minimum than if merely the algebraic sum 
of the errors is made zero. The latter corresponds to the 
arithmetical mean of the observations. It should be remem¬ 
bered, however, that the method of least squares is only 
properly applied where the number of observations is very 
great. With a small number only the use of the method is 
undesirable, in fact, it is merely a waste of time.] 

If K is the coefficient of friction, we have to find the hest 
value of K from sets of experiments made with different loads, 
which, when put into the equation F — KR = 0 , will make 
F — KR as close in value to 0 as possible. If Rj, Rg, R 3 , R,,^, 
etc., are the loads on the slide, and Fj, Fg, F 3 , F„, the forces 
which act in each case, then we have to find a value of K, 
which makes 


m2:=(Fi-KRi)2+(F2-KR3)2+(F3-KR3)2 . . . 
+ (F„-KR,„)^ 

a minimum. Let equal this sum. 

« dw = 0 = - Ri (Fi - KjRi) dKi - Rg (Fg - K^R^) dK, 
• • • (I'm — RBiRffl) dK„t 

equating to zero the coefficients of dK^, . . . 

K — ^ 1^1 K — 1^21^2 ^ _ I'm®-™ 

• ■ ■ (KiRi^ + K3R32 + . . . + K„R„2) = SFiRi, 

2F R 

taking K as the mean value, K = — 
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For convenience of calculation let the loads E^, Eg, Eg, . . . 
E„,, have the values W, 2W, 3W, . . . wW, 
so that EF.Ei = WE, + 2WF2 + SWFg + . . . + MWF^ 
=:W (Fi+2F, + 3Fg+ . . . +MF,, 
and 2 R ,2 = + (2W)2 + (3W)2 . . . + (MW)^ 

= (1 + 22 4- 32 + . . . + m2) 

m (m + 1) (2m + 1) 

. 6 

. V r I^+2F, + 3Fg+ . • .+mF,, 

‘ ‘ Wm (m + 1) (2m + 1) 

Taking the values from the table,* 

m=8, W=14. Fi + 2 Fo + SFg + mF,^ = 770*9. 

K=0‘27. 

It has been found that an equation of the form F = a: + 2 /E 
exhibits the results of values found by experiment more 
accurately than the former equation, F == k^. It may be 
established thus. 

We cannot find values of x and y, such that the equation 
will be satisfied for all values of F and R, taken in pairs. But 
by the doctrine of least squares we know that the best values 
of X and y will cause the value of 

(F,^x-^y-R,)^ + (F,^x--y'R,)^+ . . . +(F^-x^yK,)^ 
to be a minimum ; let it = This expression must be 
differentiated with respect to x and also y and the differential 
coefficients equated to zero. 

udu = 2 (Fjl — X — 2 /Rjl) [■— dx — ^idy) 

+ . 

+ 2 (F„ — X — 2 /R„,) {—dx — 'R,Jy) 
equate to zero coeflfiLcients of dx and of dy. 

S(F-£c-yR) = 0andSR (F-x— 2 /R) = 0. 
Take R^ = W, R^ = 2W . . . R„ = mW, 

then Fj — X — yW = 0 

Fa-x—2/2W = 0 


Fto — X — j/mW = 0 

Fi + Fa+- —mx- 2/W (1+2 + 3 . . . +m) = 0 

CallFi + Fa+ . . . F^ = A, 

then A — mx — — = 0. . - (1) 


♦ This was constructed from the data of eight experiments, I'able I. 
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also Wi’i — a:W — yW^ = 0 

2 WF 2 - 2x'W - 2/(2W) 2 = 0 


MWr„j — mxW — ylmW)^ = 0 
Call Fj + 2 F 2 + . . . MFm = B, 


then W B -m xW - 


wv = o 


E.- ^ + m(m + 1)^ (2m + 1) ^ ^ ^ 2 ) 

From equations (1) and (2) we find 

— m —m 

_ 12 B 6 A 

^ — m W — m W’ 


In making the experiment care should be taken to make the 
load on the surface of the slide equal to W, 2W, 3W, and so 
on. This simplifies the calculation, and enables us to sum the 
numbers 1 + 2 + 3 + ^ ^Iso the squares of these numbers 
by means of known formulse. 

The method of finding x and y in the equation 
F — X — yR = 0 

has now been demonstrated, so that with this equation we 
have friction = a constant + coefficient of friction X load. 
By taking values of R and F from Table I. the equation 
becomes 

F = 1*44 -f 0*252 R, 

but it must only be applied to weights which lie within the 
limits of the values found by the experiments and shown in 
Table I. 

I am indebted to Sir R. Ball, F.R.S., for the table taken 
from his excellent book on '' Experimental Mechanics 
(Macmillan) and the matter respecting the method of least 
squares, which has been slightly altered in order to show each 
step in the formation of the equations. 


Diagbam ok Sqxjarei) Paper. 

If we wish to exhibit the values given in Table I. graphically 
we proceed thus (squared paper divided in tenths of inches will 
be found suitable for the purpose). Along the line OR, Fig. (3), 
we set off the values of the loads R on the slide and their 
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corresponding ordinates, showing the values of E for each value 
of R. The points on the squared paper at the top of each 
ordinate should be marked with a dot surrounded by a very 
small circle. The circle makes the next operation easier to 

g perform. A fine black 

1 11 111 i -f'i-f-ff l 11 1 1 1 1 1 11 11’ffi tlttftt ''' thread is stretched 

from the extremities of 
a small bow of wood 
or whalebone and 
placed SO as to take 
a mean position 
amongst the dots ; the 
point at which the 
thread cuts OF is 
marked ; its distance 
from 0 shows the value 
of the constant in the 
equation, and the tan¬ 
gent of the inclination 
of the thread to OR 
4 ; gives very approxi- 

I to mately the value of 
•S „ g the coefficient of R ; 
S so that by means of 

^ < j a carefully constructed 

^ diagram we can exhibit 

.S . the relationship of R 

1 and F, and it becomes 

£ a descriptive picture 

2 ' of the equation con- 

11 necting the variable 

i I quantities found by 

experiment. For in¬ 
stance, the equation 
F = 1-4 + 0-252R is 
represented by the 
straight line of the 
diagram, if we take 
R = 70, F = 19-0 
from the equation. 
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And taking 70 on the line of loads on the diagram we find 
F = 19 + some very small quantity. 

Almost innumerable examination papers on mechanics have 
been set and answered without any allusion whatever being 
made to friction ; and the impression left on the mind is that 
the papers must have been the product of those who must 
regard friction in mechanics as of but little importance. 
Probably friction has been omitted because it would introduce 
a little more difficulty into the solution. But the practice of 
neglecting it is simply vicious, since in every real, material 
mechanical contrivance friction exists, either for good or evil, 
and should be thoroughly appreciated by the student of 
mechanics and the engineer. '' Friction is, so far as we are 
concerned, quite as essential a law of Nature as the law of 
gravity,” writes Sir R. Ball. 

Many of the examination papers, if somewhat remodelled, 
become interesting—that is, after friction has been correctly 
introduced—and the weightless cord has been replaced by 
something which really exists. A single question containing, 
as far as is known, the real conditions of the case is better 
worth answering than a thousand in which the many insepar¬ 
able conditions are neglected. 

[Where the number of observations is so small as eight, as 
in the instance last considered, even where the form of the 
equation connecting the observation and the calculated result is 
accepted—in this instance F = ^R or F = cr + yR, as the 
case may be—the graphical method gives all the information 
which can properly be derived from the experiments, provided 
only that the scale is such that the uncertainties of observation 
when making the experiment are considerably greater than 
the uncertainty in the comparison on the diagram of the 
position of the points representing individual observations 
and those where the line representing the accepted law cuts 
the corresponding ordinates. Any apparent increased accuracy 
resulting from pushing the method of least squares to an 
extreme is entirely fallacious. If, as in the example here given, 
the observations are not numerous and the conditions are con¬ 
stantly changed so as to cover a large range in the values of 
the absciss 0 B, the graphical method is greatly to be preferred 
to any treatment of the figures by the method of least squares 
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in relation to a particular law, for, if, as in this instance, the 
law is empirical and not a law of Nature in itself absolutely 
true, the distribution of the points representing observations 
with respect to the line representing the empirical law them¬ 
selves throw some light upon the propriety of accepting the 
law. We have already seen that the simple and imaginary law 
of friction F = ifcR does not agree with experiment so well 
as the less simple law F = but it cannot be inferred 

from this that this more accurate law is itself a true law. 
The diagram (Fig. 3) at once shows that the second law is a 
better representation of the fact than the first, but the errors,’’ 
that is, the distance of the points within circles from the 
straight line, have a certain consistent character. For abscissae 
below 35 and above 90 they are below the straight line, while 
between these values they are above. With so small a number 
of observations it is not possible to assert that these divergencies 
indicate a truer law than that represented by the straight line. 
If, however, a repetition of the experiments consistently 
showed corresponding errors,” then the conclusion would be 
that a more complex law would be needed to represent the 
truth. Thus, if the graphical method is used on a scale large 
enough as already defined, not only may the constants relating 
to an assumed law be determined, but the propriety of the law 
may be ascertained, both in a minimum of time. 

Where the law to be represented on squared paper is not of 
the form y = a + hx it cannot be directly represented by a 
straight line. By the use of specially-ruled paper other laws 
may be represented by lines either straight or more simple in 
character than those which would be required upon paper 
ruled in equal squares. The most useful special ruling next to 
that of equal squares is the logarithmic ruling ; that is, the 
distances on the paper are proportional to the logarithms 
of the numbers attached to the corresponding lines. Such 
paper may be bought already ruled or it may be extem¬ 
porised by copying the distances from an ordinary slide 
rule and marking the main lines 1, 2, 3, etc., up to 10, after 
which it is unnecessary to repeat the ruling. On this 
paper (see E'ig. 57, page 118) the law y = can be repre¬ 
sented by a straight line making an angle of tan — hi with 
the axis of x. If n is negative as in the case of Boyle’s law, the 
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straight liae slopes dowawards instead of upwards—at an angle 
of 45 degrees in this case. All such lines represent and the 
particular line is determined by the constant a. Another 
system of ruling (Fig. 4) with one set of lines spa,ced equally 
and the other logarithmically enables one to represent com¬ 
pound interest growth or logarithmic relations as a straight 



Fig. 4. 

line. In Fig. 4 only one line in every 10 of the slide ruk is 
drawn to avoid confusion on the reduced scale. On ruling 
any straight line on such paper the value of the series of points 
on the equally-spaced lines are in arithmetical progression, 
while those on the logarithmically-spaced lines are m 
geometrical progression. Any straight line ruled through the 
point 0 on the equally-spaced set and 1 on the logarithmically- 
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spaced set provides a table of logarit' ms to some base. If it 
also pass through the corresponding point 1, 10 on the two 
scales the table of logarithms is to the base 10, for the logarithm 
of 10 to the base 10 is 1. Also the logarithm of e, the value 
of which is 2*7183, to the base 10 = *43429 the modulus. If 
the tangent of the inclination is increased in the ratio of 
I : 2*3026, so that the line passes through the point 2*3026, 
10, then the table of logarithms is to the base e, for log^ 10 is 
2*3026. Also the logarithm of e to the base e = 1. Log 
1=0 according to any system, so all these lines must pass 
through the point 0, 1. 

If in experiments on the friction of ropes or belts round 
drums, referred to in the next few sections, the angles, however 
measured, are plotted on the scale of equal parts and the 
observed pairs of tensions on the logarithmic scale, the line 
joining the corresponding 'points should be a straight line 
according to the theory as there expounded, and the agree¬ 
ment or otherwise of a number of experiments with one another 
can be ascertained immediately by inspection with an accuracy 
greater than that of the experiments. In plotting the pairs of 

T 

tensions the smaller should be plotted as 1, and the ratio ^ 

12 

should be plotted as the other. The straight line passing 
through the point 0, 1, and as evenly as possible through the 
plotted points, represents the growth of the tension in the 
band. The quantity fiO may be read directly from the line 
giving logarithms to the base e, for this line cuts the line 
T 

representing on the logarithmic scale at the point where the 

±2 

scale of equal parts shows the value of ixd, and thus /x may be 
determined, but for this 6 must be taken in radians, not in 
degrees, half-turns, or other arbitrary measure.] 

The value of the friction of a band on a cylinder at any 
point in the arc of contact may be shown graphically by Prof. 
J. H. Cotteriirs method as follows. 

Let PQ (Fig. 5) be a section through the cylinder perpen¬ 
dicular to its axis, and let AB be an element of the band which 
embraces it, also let T^, Tg be the tensions on each side of the 
element, let the value of — T 2 be such that the belt is on 
the point of slipping. Then AB is kept at rest by T^ and Tg 


’ , I is... 
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and the reaction against the cylinder R. The three forces 
meet at the point D. On OA set off Oa to represent on any 
convenient scale the value of T^, draw ab perpendicular to R 
cutting OB in b ; then, since the sides of the triangle a60 are 
perpendicular to T^, T 2 , R, they are proportional to T^, T 2 , R, 
and 06 represents T 2 and ab, R. If AB be made very small, 
if; will be the angle of friction. Commencing the construction 
at M and continuing it to N, a curve is described the radius 


R 



vector of which shows the value of the tension at any point. 
Also from a consideration of the diagram a useful formula may 
be constructed, thus : 

Draw Ca, E 6 , at right angles to OB and OA respectively, then 

aC 

Tt Oa sin 06a _ W _ c osCa 6 _ cos (9 — 

06 “ sin Oab “ ^cos E 6 a cos ^ 
ab 

= cos 9 + 9 

If 9 diminish indefinitely, cos 9 becomes =1, sin 9 = 9 

and & = 1 + q> tan or -- = f tan 


3253 
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f : 

'i I 


r i 






- 4 


« 

, 1: 


Let — Tg = dT in the limit, and 9 = d9, 
dT 

then ^ = fJL the coeJSicient of friction. 


This on integration gives ^; 


pij.e 


where and are the tensions at P and Q respectively and 
B is the angle in radians between OP and OQ. For a circular 
pulley the curve MaN is an equiangular spiral. 

Mechanical Method of Drawing the Logarithmic or 
Equiangular Spiral (by the author). 

The equation to the curve is r = a®, 

where r is the radius vector, 

a is a constant on which the form of the curve depends, 
6 is an angle swept out by the radius vector, 

X is an angle which the tangent to the curve at any 
point makes with the radius vector; it equals 

tan~i—L_. 
log, a 

In the logarithmic spiral the angle at the pole increases in 
an arithmetic ratio, while the radius vector increases in a 
geometric ratio ; so that the angle generated by the radius 
vector is proportional to the logarithm of the length of the 
radius vector. The spiral is called equiangular, because the 
tangent at any point in it makes a constant angle with the 
radius vector. I have taken advantage of this property of the 
curve, and embodied it in the instrument now to be described. 

A surface such as a drawing-board is covered with paper 
which receives the trace made by a small sharp-edged wheel. 
This wheel rotates in a forked bearing, its axis being parallel 
to the plane of the paper. The plane of rotation of the wheel 
may be placed at an angle to the longitudinal axis of the radius 
bar. This radius bar is free to slide through a vertical axis, 
taking the form of a small pillar erected on the board. When 
the radius bar rotates about the pillar and the plane of the 
wheel is at right angles to it, the path of the wheel is a circle, 
but if the plane of the wheel be set at some angle X less than 
90 degrees to the radius bar, it will traverse over the equi¬ 
angular spiral, for it moves continuously tangential to its path. 
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Clear traces may easily be obtained by placing carbon paper 
over the paper on which the trace is required and weighting 
the wheel enough to make it mark the paper under it as it 
rolls. 


Instruments of the kind described, made from my designs, 
have been used by me in the Engineering Laboratory, Oxford, 
for showing the growth of the curve r = a^, and one was 
added in the year 1886 to the collection of apparatus in the 
Physical Laboratory of Winchester College so admirably 
organised by Mr. W. B. Croft. 

In order that the instrument may be applied to an experi¬ 
ment on the friction of a belt on a pulley, the wheel (called 
the tangent wheel) must be set at the angle x the radius 
vector. To do this we must know the values of T 2 and 
and the angle 0 between the two radii vectores which 

are proportional to T 2 and T^. Let the angle 6 be measured in 
radians. 


Then tan x = 


Q logiog 

logio?-2-10gio«-l‘ 


For example, suppose the belt to make half a turn on the 
pulley and the tension of one end to be double that of the 


other, or in symbols- 


let (9 = 77 = 3-1416 


let = 2 
^1 

loginC = 0-43429 

then tan x = 4-5324 and x = 77° 33' 29", 

, . 1 .. 1 logio® 

and since r = a and tan x = iS^ =15^’ 


-095818, 


■whence a = 1-2469 and the equation becomes 


r= l-2469«; 

when ^ = 0 , r = 1, when ^ = tt, r = 1-2469" = 2. 


[The tangent wheel is to be set so as to make an angle of 
77° 33' 29" with the radius vector, or as near that as possible, 
and the instrument made to trace the curve for an indefinite 
number of turns. It will then be found that if any straight 
line be drawn through the pole, at which point the pillar is 
fixed, it will cut the spiral in a number of points, and that the 
ratio of the distances from the pole of any two such consecutive 
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points on the curve is as 2 to 1, agreeing with the assumed 
condition that the belt should double in tension in one half¬ 
turn. 

T 

Since ^ ~ = 2 

T 2 ^2 

= jU-TT = l0g^2 

^TT = -69314 

fjL='221. 

So *221 is the coefficient of friction under which a belt doubles 
in tension for every half-turn that it makes. 

The evaluation of fi when is known is tiresome rather than 
difficult. This can be effected with abundant accuracy by 
means either of the semilogarithmic chart (Fig. 4), already 
described, or of the slide rule with a log log line, invented early 
last century by Dr. Roget and reinvented several times since, or 
the exponential curve of Fig. 7 may be used. Calling the log log 
line of the rule the P line and one of the ordinary log lines the 
C line, it is merely necessary to set log^lO or 2*3026 on the 

T r 

C line opposite 10 on the P line, then opposite or “ or the 

- 1 2 ^2 

ratio of the tensions of the ends of the belt on the P linft will be 
found fid on the C line. This product can be divided by 6, or 
in the last instance by •n-, on the A and B lines or upon another 
rule, and thus fi may be found very quickly. Where a large 
number of experiments have to be reduced this is preferable 
to the usual treatment with logarithm tables, as the whole 
series of values of fid can be read from a single setting of the 
rule, and the accuracy is sulBEicient. The semilogarithmic 
chart is almost equally convenient.] 


Automatic Friotioh Machine. 

The Relationship between the Diameter of a Pulley and the 
Coefficient of Friction of a Band in Contact with the Pulley. 

It has been shown by the experiments of Imray that with 
pulleys widely differing in diameter the coefficient of friction 
is nearly the same. 

His experiments were made thus ; a pulley was held fast 
on a horizontal axle, a belt embraced half its circumference, 
and weights P W were suspended from its extremities. The 
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weight W was gradually iucreased, until the belt just began 
to slip ; the value of (W — P) equalled the frictional resist¬ 
ance between the pulley and the belt. From data so obtained 
W 

the. ratio — was determined : if then when the arc of contact 

W 

embraced by the belt is constant the ratio ^ remains invariable, 


F 



W 

Fig. 6 . 

when the diameter of the pulley is changed, then the resistance 
of friction does not depend on the diameter of the pulley. 

When making experiments myself on this subjecb consider¬ 
able difficulty was experienced in determining the exact 
weight which caused the belt to slip ; after several attempts, 
the following plan was devised by me, whereby the value of W 
at the instant of slipping was automatically recorded. The 
arrangement of the apparatus is shown in the diagram (Fig. 6), 
in which A is the fixed pulley and B D the two weights sus¬ 
pended from its ends. The weight D is furnished with a 
B X) 





34 


DYNAMOMETERS 


hollow cylindrical vessel C of known weight w ; the vessel is 
filled with water from the tube NM ; the water can be instantly 
stopped by the edge of a metal plate M when released by an 
electromagnet K on to a piece of rubber tube L. 

The instant the belt begins to slip the projection E touches 
the electrical contact piece F ; it is released from the contact G 
and the current from the battery H is broken ; the supply of 
water through MN ceases, so that if the water in the vessel 
be drawn off at Q and weighed the exact difference of the pulls 
on the two sides of the belt may be ascertained. 

To return to Imray’s experiments : five pulleys were used 
of small diameter, ranging from 5*5 inches to 14 inches ; the 
rounding of the face of the pulley was about 0’125 inch in 
2 inches ; the surface was polished, and the same belt was 
used in each experiment, being oily and pliant; its width 
was 1-62 inches and its thickness 0*12 inch. The results 
obtained are embodied in the following table :— 

Table II. 


No. of Diameter of 

Experiment. Polley, inclics. 

Weight of 

P, in lbs. 

Weight of 

W, in lbs. 

Value of 

Mean Value of 

W 

p-' 

1 'I 1 

18 

29 

1-611 


2 15-5 

34 

57 

1-676 

1-675 

3 ) ( 

65 

113 

1-738 

) 

4 i' 

17 

29 

1*706 


5 ! 7-6 

32 

57 

1-781 

1-733 

6 ) ( 

66 

113 

1-712 

) 

7 \ ! 

17 

29 

1-706 

) 

op 

00 

32 

57 

1-781 

1-733 

9 ) ( 

66 

113 

1-712 

) 

10 \ / 

18 

29 

1-611 

’) 

11 11-8 

34 

57 

1-676 

1-642 

12 ) ( 

69 

113 

1-638 

) 

13 

17 

29 

1-706 

N 

1 

14 14-0 

34 

57 

1-676 

1-673 

15 ) ( 

69 

113 

1-638 

) 


Average value of ^ = 1*691. 


The experiments show that the friction in the case of the 
largest pulley was almost the same as that of the smallest 
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na the agreement of these fifteen experim 3 nts it may 
^d. that the amount of friction is not affected by the 

formula for the friction of a belt on a pulley, namely, 

/x<9, in which W and P are the two loads, the 

b of friction, and 6 the angle in radians embraced by 
B^nd e = 2*71828. p, the diameter of the pulley is 
ved. When a driving-belt slips on a pulley owing 
ad, the slip may be prevented by employing a pulley 
r diameter ; this does not increase the friction, but 
circumferential velocity of the larger pulley is greater 



smaller one, the friction necessary to transmit the 
er at the same number of revolutions per minute is 
laitely less, and so may be reduced below the slipping 


-Tliore is r useful limit to tho size of a pulley in any case, determined 
fngal force of the belt itself, which diminishes the pressure of contact 
3 elt and the pulley and hence the friction. For a belt of any material 
i/cbical working limit to its longitudinal tension. If M is the number 
r foot run (mass per unit length) and V the linear velocity of the belt 
^ond, the lone;itudinal tension needed to balance the centrifugal force 

IX to be pounds, and this is independent of the diameter of the 

hi eh the belt runs. With such a tension only in the belt there is nothing 
friction, so the tension necessary for tne frictional drive must be 
d it is only this add'tional tension which is elective. With increase 
f pulley the work due to a given effective tension increases in direct 
vliile the tension needed to balance centrifugal force increases in 
ortion. So when this is subtracted from the safe tension of the belt 
icli can be transmitted, far from increasing indefinitely with the 
is a maximum at some speed which depends on tke ratio of the safe. 

D 2 
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This equation is exhibited diagrammatically in the curve 
W 

Eig. 7, and the ratio p can be found at once for different values 

of fjL and 6. Suppose fi == 0-33 and 6 = 2, then fxd = 0*67 ; 
read this value along the base line, the corresponding ordinate 
W 

== 1-95, the value of p. The curve is drawn thus : the base 

line is divided into tenths of some unit up to the value 2. 
The product is given values from 0 to 2. The curve drawn 
thi’ough the corresponding ordinates is the required one. The 
results of experiments on larger pulleys are exhibited in the 
following table :— 



working tension “fco th.6 woighli of tho bolt per foot. Thus lG9«th6r bolts should 
run more than about 4,000 ft. per minute, hemp or cotton ropes about 6,000, while 
steel bands or ropes may run much faster.] 
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Table II., and reducing the arc in degrees of Table III. to 
circular measure 9, and putting these values into 

W 

log, ^ = 

The largest pulley appears to have given the greatest 
friction, but the experiments on the smallest pulley show more 
friction than those on the pulley of intermediate size. Such 
a discrepancy has been accounted for by the difference of 
polish of the surfaces. The result with any one of the pulleys 
does not vary from the average more than by a small quantity, 
which might be accounted for by the difference of polish 
mentioned. This appears to have been the opinion of Imray. 
In all belt friction experiments it is no easy matter to deter¬ 
mine the exact amount of arc of the pulley in contact with 
the belt. Fig. 8 shows how the length of arc RS is regulated, 
by means of a small pulley on the right, carried on an arm 
free to rotate about C. The small pulley must not touch the 
large pulley, though it is made to do so in the figure. 

Table IV. 

Experiments with the Automatic Friction Machine (by 
the author). A cotton rope (IJ inch circumference) was 
used on a V-grooved pulley, well polished but not 
lubricated. 


No. of 
Experi¬ 
ment. 

Weiglit 

P. 

Weight 

W. 

Ratio 

W 

P* 

Mean 

W 

P' 

o 

o 

Diameter of 
Pulley 
V-grooved, 
in feet. 



146-8 

336 

2-304 


■3625 

1 


2 

75-5 

220 

2-925 

1 

-4661 

1 

A 3 

no 

295 

2-681 

1 

•4283 

1 


4 

75*2 

212 

2-819 

r 2-806 

1 

1 -4501 

1 


15 

40 

112 

2-800 

J 

*4472 

1 


ri 

181-5 

445 

2-451 


-3893 

0-5 


2 

40 

122 

3-050 

1 


•4843 

0-5 

B j 

3 

75 

228 

3-040 


Of»yl 

•4829 

0-5 


4 

145-5 

369 

2-536 


Z-o24 

•4041 

0-5 


L5 

110*5 

295 

2-669 

j 


-4264 

0-5 
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In experiments 1 A and 1 B. The result is affected by too 
great a load, and the rope was deformed in section. Experi¬ 
ments 2—5 A and 2 —5 B give better results, and these only 
are taken to find the mean values. 

The quantities W, P, ii and 6 are connected together by the 
equation 

P ^ 

the generation of which has been already shown. In these 
experiments the rope embraced half the pulley so that 
e =TT,e= the base of the hyperbolic logarithms, and 

W 

p '' > 

and, finding the value of /x from this equation and using the 
mean values in set A and set B, we find 
for set A,/A = 0-328, 
for set B, = 0-330. 

Since in the experiment described the rope nested in a 
V-groove, if the radial force Q be taken as unity the whole 
normal pressure R between the sides of the V -groove and the 
rope is Q cosec 9 , where 29 = the angle of the groove, so that 
R = Q cosec 9 . And the resistance to slipping is 
yxR = ju.Q cosec 9 . 

If ixd cosec 9 be written for ixO in the equation -- we 

rp I 

have an equation, ^ wh'ch is applicable to the case 

of a rope lying in a V-groove. 

[An instructive experiment on the samf^ subject rc'ciuiring 
the minirnum of apparatus may be madtt by means of an 
umbrella, a spring balance, and a pi(H!i! of tape. Hang lh(^ 
balance from a bracket and fasten one emd of the tai)e. to the 
balance ; pass it under the hooked handle of an umbrella and 
hold the free end in the hand so that botli <fuds of tap<^ are 
vertical. When raising the hand, the umbrtilla will a])p(>ar t>f) 
weigh less than it docs when the motion is in tln^ opposite- 
direction. The sum of the two readings on tine balances M' 
will be found to be equal to the weight of the umbudla when 
suspended directly. The two readings give and T,, and 
quite good observations may be made in this way. 
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The extremely rapid increase in the friction between a rope 
and anything round which it is wound as the angle of winding 
is increased is referred to in a subsequent chapter, more 
especially in relation to bollards and capstans. This principle 
is also made use of in drawing wire. It would be impossible 
to draw wire through a number of draw-plates in series by 
pulling at the end, for each draw-plate requires a force com¬ 
parable with the breaking load of the thinner wire leaving it 
to draw the thicker wire through. As the wire leaving each 
plate runs at a higher speed than it did in entering the plate it 
would be impossible to give suitable movements to the parts 
between successive plates by any direct gripping device, for 
if the pull on any one of the finer parts of the wire leaving a 
plate were ever so little too rapid to correspond with the 
slower motion of the thicker parts entering the plate the wire 
would break instantly, whereas if it were too slow the wire 
would accumulate between the plates and become entangled. 
The whole difficulty is overcome by placing between each pair 
of plates a smooth revolving wheel round which the wire 
makes a turn. Only beyond the last plate is the wire wound 
up positively on a moving drum. All the intermediate wheels 
are made to turn at speeds somewhat in excess of those neces¬ 
sary at the corresponding points, but they only draw the wire 
through the preceding plate at the exact speed required to 
feed succeeding plates, for it is only at this rate that there is 
any tension on the wire leaving the wheel, and this. is, 
magnified in the ratio of 1 to for the one turn round the 
wheel. 

A capstan or one of the wheels between a pair of draw-plates 
just described is really a mechanical relay. A smaller force 
applied to the end of the wire or cable leaving the capstan or 
wheel is magnified in a definite ratio, which ratio may be made 
small or very great as required by making the angle of wind 
moderate or great, as already sufficiently explained. It is a 
mechanical relay in two senses; either a force magnified in 
the desired ratio may be applied to a support yielding, for 
instance, under an elastic law, when the displacement of the 
attachment from its zero position will at all times be propor¬ 
tional to the applied force, or again, if the magnifying power 
is sufficient to overcome the greatest resistance to be met 
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with, the relay is of a different type, copying the movement 
but disregarding the opposition. 

Mr. S. G. Brown* has made use of this principle in one of his 
submarine cable relays, where the signalling current received 
by the wires a a is insufficient in strength to cause the receiving 
coil A to move the relay contacts. The receiving coil (Fig. 9) 
is suspended by a fibre in a magnetic field N S, and is so sup¬ 
ported that it can rotate through a small angle about a vertical 
axis. Two fibres s attached to the sides of the coil each take 
one or more turns round a drum D and then pass on to the arm 
of the relay R, to which they are fastened. The drum is kept 
turning towards the receiving coil, as shown by the arrow. 



When a signal current is received the tension in one or other 
of the fibres s is greatly magnified in the relay end of the same 
fibre t, so the relay faithfully follows the movement of the 
coil A even though the forces are magnified more than three 
hundred times. Thus the wire w is made -)- or — in obedience 
to the signalling currents received by the coil A. 

Dr. J. G. Gray has made use of this form of mechanical 
relay in the gyrostatically controlled air- and water-ships which 
were described by him at a meeting of the Physical Society of 
London held on May 8th, 1914.f 

A similar arrangement with a known ratio of magnification 
would make the dynamometry of the work done in the most 
delicate instruments comparatively easy, or a succession of 

* Proceedings of the Physical Society, 1913, p. 131. 

t Praoeedings of the Physical Society of London, VoL XXVI., Part IV., 
Juno 15th, 1914. 
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ench relays, each of a size and strength suited to the forces met 
with, would steer a ship if desired with no greater controlling 
force than that due to a signalling current. 

In the author’s manuscript I found the following memo¬ 
randum, ‘‘Add note on Lateral Friction,” but he does not appear 
to have left any such note. This curious branch of the general 
subject is one which interested him greatly. Lateral friction is 
best defined by reference to an experiment which the author 
showed to me, which exhibits the phenomenon in a striking 
manner. On a horizontal shaft which can be made to turn at 
any desired speed fix a smooth cylindrical pulley and pass 
over this pulley a pliable belt, with a weight at one free end 
and with the other end fastened to the floor, so that when the 
pulley is turned in either direction the belt will slip upon it. 
The pulley should be several diameters above the floor. When 
the pulley is revolving and the band is at rest it will be found 
that the slightest lateral force applied to the belt will cause it to 
shift its position on the pulley. If the pulley is turning suffi¬ 
ciently fast the response is instantaneous, and the lateral move¬ 
ment is limited only by the attachment of one end to the floor. 
Forces far below that necessary to overcome the friction of 
the belt on a stationary pulley are immediately evident. 

The nature of lateral friction, or rather the reason for its 
absence, will be made clear by the consideration of an imaginary 
experiment with a block and an inclined plane. When the 
plane is inclined at an angle a below that which will cause the 
block to slide, the block may be pulled sideways by means of a 
thread, and then when the component of this lateral pull and 
W sin a due to gravity itself exceeds ftW cos a, the block will 
move in the direction of this component force. Next suppose 
the block to be sliding down the incline very quickly and then a 
small lateral force to be applied by the thread, the block will 
then,’ as before, move in the direction of the component of the 
resolved force down the plane due to gravity and that applied 
by the thread, and this will be very slightly inclined to the 
direction of the greatest slope. Therefore, in proportion as the 
block is sliding the more quickly so will the lateral movement 
be the more rapid. As this experiment would be inconvenient 
to make, consider its equivalent when the block is supposed to 
be supported by and within a large hollow cylinder revolving 
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about a horizontal axis at a high speed. The block will take a le 

position within the drum having an inclination a, such that W tc 

sin a is equal to the running friction. Then a slight lateral b( 

force will have the effect of producing an immediate and rapid It 

lateral responsOj and the fact that the relative path of the block pi 

on the surface is only slightly inclined to its former path will . in 

not be evident. The lateral motion alone is visible. Thus the tl 


more rapid the motion of the surface the more rapid the lateral 
response. There is the further peculiarity that the lateral 
friction is non-existent, for however small the lateral force may 
be the component of this and that due to friction parallel to 
the surface will have some inchnation, and so the block will 



move sideways at a speed which is the same fraction of the 
speed at which the surface is moving as that which the lateral 
force is to the frictional force. 

This absence of lateral friction has been made use of in one 
of the forms of cable relay invented by Mr. S. G. Brown, in 
which a light pointer attached to a pivoted coil, through which 
the minute current from the ocean telegraph cable passes, 
rests very lightly on the surface of a polished silver drum kept 
in rapid rotation. The friction of the pointer, however lightly 
resting against a stationary drum, is vastly greater than the 
force available to move it, which is caused by the reaction 
between the minute current in the coil and the strong mag¬ 
netic field in which it is placed, and so if the drum were at rest 
no message would be received. As, however, the drum is kept 
revolving at a high speed, fhe pointer moves laterally under 
the feeble stimulus of the cable currents and the :#esponse is 
instantaneous. We are not concerned here with the electrical 
actions set up in consequence of this movement or with the 
other features of this ingenious instrument. It supplies, how¬ 
ever, an excellent illustration of the non-existence of lateral 
friction and of the instantaneous response to lateral forces, 
far too small to overcome the real friction. 

There is no difference in the action just described and that 
on a stationary belt of a pulley revolving within it. This 
action, however, differs entirely from the case of a running- 
belt moved by a lateral force, as by a belt^shifter. All that 
happens when a lateral force is applied to the belt approaching 
a pulley is a slight angular deviation in the direction of the^ 



C( 

Y 

h 

a' 

ri 

ir 


FRICTION 


43 


leading-in side, •which docs not slip on the pulley, but proceeds 
to trace out a helical path having the same angle. Thus if the 
belt is running fast a belt-shifter works easily and very quickly. 
It is useless to apply a belt-shifter to the belt where it leaves a 
pulley, but with a stationary belt over a slipping pulley it is 
indifferent whether the lateral force is applied on one side of 
the shaft or on the other. The contrast between a running 
and a slipping belt on the usual slightly convex pulley of a 
machine is even more striking. The running belt, if it is not 
central, acquires a lateral inclination always in such a direction 
as to make it ride up the conical side of the pulley on whichever 
side it may be, so any tendency to come off is always being 
corrected, and it rides quietly on the centre of the pulley. 
With a slipping belt, however, i.e., if it is not running sufficiently 
fast to counteract the effect of the slipping, the belt moves 
automatically towards the smaller portion of the cone, and so 
rides off indifferently on either side, according to the direction 
in which it happens to start.] 
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The earliest application of the area method for finding the 
product of force x space is due to Southern, who invented the 
Watt-Southern steam engine indicator (Pig. 10), which is the 
parent of all steam engine indicators, such as the “ Dark,” or 
the ‘ Crosby ” Indicator. In the Southern apparatus a card 
is moved to and fro at a speed proportional to that of the 
piston-rod, while ordinates are drawn by a pencil, attached to 
the end of a small piston-rod, raised against an antagonistic 
spring, by the pressure of steam in the cylinder. In the 
original indicator of Watt (Pig. 11) a needle was deflected over 
a divided dial, and by this means the vacuum produced was 
found. In Parey’s important “ Treatise on the Steam Engine,” 
London, 1827, Southern is mentioned : “ The calculations 
which were required for proportioning the dimensions of 
engines were commonly intrusted to Mr. Southern, who was a 
skilful mathematician, and to whom Messrs. Boulton and Watt 














Fig. 10. 

Dynamometrique.” This apparatus gave the sum of the 
values of the power transmitted hy a dynamometer during any 
given period. Since the time of Morin many mechanical 
integrators have been devised for effecting the same summation. 
Experience, however, has taught the investigator who employs 
the dynamometer that a knowledge of the way in which the 
power is transmitted is far more instructive than finding at 
the end of a test the sum of all the elements of the power 
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were induced to give an interest in their manufacturing chiefly 
on that account.” 


Recording Apparatus used in Conjunction with Work- 
measuring Machines. 


The earliest recording apparatus employed for this purpose 
was that of General Morin, 1841, “ Notice sur divers Appareils 
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transmitted. In the apparatus of Morin a metal disc rotates o:i 
an axis, at a rate proportional to space through which the force 
acts ; a small roller about one-fifth of the diameter of the disc 
is carried on an axle, parallel to the surface of the disc and 
cutting its axis. The roller can be slid along the surface of the 
disc in contact with it, so that its point of contact may be at 
any distance from the centre of the disc. This distance from 
the centre is made always proportional to the force acting. It 
will be seen in what follows that the revolutions of the roller 
are proportioned to both the space through which the force 
acts and also to the force and therefore to their product or to 
worh, (See note on General Morin.) 

In the continuous steam engine indicator of Ashton and 
Storey the same combination of disc and roller is employed. 
The radial position of the roller is caused to be proportional to 
the steam pressure, while the motion of the disc is due to the 
traverse of the piston; when the roller is at the centre of the 
disc it does not rotate, and is at a point corresponding to the 
atmospheric line of an ordinary indicator diagram. When by 
virtue of steam pressure the roller is carried from the centre of 
the disc it is made to rotate with a velocity proportional to the 
pressure and also proportional to the velocity of motion of the 
piston of the engine. The principle assumed is that the revo¬ 
lutions of the roller are directly proportional to the work done 
by the engine in a given time. 

In another kind of registering apparatus a band of paper is 
moved by means of a cylinder or cylinders at a rate proportional 
to the space through which the force acts, and ordinates pro¬ 
portional to the force acting are continuously drawn by a 
scribing point. Thus the area generated is proportional to the 
product of force and the space through which it acts, that is, 
to worh. 

This method of producing a trace is of great value, since 
it shows at each instant the amount of force acting. In a 
djmamometer made from my designs and shown at the Elec¬ 
trical Exhibition in Paris in 1881 , the record was made on a 
paper-covered cylinder, and when the machine was subse¬ 
quently used to test the power absorbed by a loom the work 
elements due to the acceleration of each piece of the mechanism 
in each complete cycle were clearly shown. The trace at once 
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suggested that careful balancing of the elementary links or 
parts would reduce the power required to drive the machine. 
In the experimental ship-model tests as now made by the 
Admiralty at Haslar, and also by several of the foreign Powers, 
the diagrammatic registration of power, due to William 
Eroude, is always employed. Recently, in 1907, the same 
method of recording power has been used in the torsion-meter 
as applied to ship propulsion by Mr. A. Denny and Mr. 
Edgecombe. The contrast between the behaviour of the 
reciprocal steam engine and the turbme was clearly shown by 
the diagrams, which proved themselves to be very instructive ; 
in fact before this admirable method of recording the trans¬ 
mission of power was employed, what was really taldng place 
between the engine and the propeller was almost unknown. 
In Germany good work has been done in the same direction 
by Frahm. A description of machines for measuring the power 
absorbed by propellers will be found under the heading 
“ Torsion-Meters. In the figures belonging to the description 
of torsion-meters facsimiles of original diagrams are shown. 

In the work-measuring machines made from the author’s 
designs in 1881-82, in addition to diagrammatic apparatus 
two mechanical integrators were employed. Fig. 12 shows 
the construction of a ratchet and link integrator by the author. 
LK is a link vibrating about the point M. A connecting-rod 
from the ergometer attached at K moves it to and fro, or it 
may in practice be driven much faster than the ergometer 
pulleys by means of intermediate gearing, so that its vibrations 
are proportional to the revolutions of the pulleys. The 
T-shaped piece S is controlled in its movement by the spring 
of the ergometer. Motion in the direction of the arrow would 
result from the extension of the spring. To this T-piece the 
piece H is attached by means of a rolling contact R. E is 
connected by the same device at R’, the piece H is connected 
to F by a pin which slides in the link L. The piece E works 
the two arc-shaped pieces CD. These are furnished with 
pauls acting in opposite directions. The ratchet-wheels are 
denoted by the inner circles ; the outer ones denote cog-wheels 
in gear at their point of contact. It is evident that whichever 
way E moves it will be driving round the wheels AB. These 
wheels drive an ordinary recording train of wheels. The arc- 
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ended pieces H and E are used so to connect the systems 
together that the effect is the same as if connecting-rods of 
infinite length were used. The ratchet-wheels used in the 
instrument are small pulleys faced with leather, and the pauls 
consist of a small bundle of steel wires; by this means at 
whatever position the paul is it at once engages with the 



wheel to he driven, and consequently there is no loss of time 
in the action. 

In another integrator I used a small cylinder and piston 
acting as a pump, which raised either water or oil into a 
measuring vessel. Its rdle of action is analogous to that of the 
integrator just described. The stroke of the pump was made 
always proportional to the force acting, and the number of 
strokes to the distance through which the force acted, so that 
the quantity of liquid^ delivered in a given time became a 
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^ of the work done in that time. The little pump was 
acting, so that the flow was practically continuous, 
rea of figures in a plane is found thus :— 

► OY (Fig. 13) be rectangular axes, and let any number 
:li-t lines be drawn parallel to OY equidistant from one 
SQ that the area is divided into a number of elementary 
oh as A ; also rectangles may be described each equal 
ementary area A. Then the sum of the areas of all 
pientary rectangles equals the area of the whole figure. 
Ldent that the more numerous the elementary areas, 



© nearly will their opposite sides equal one another 
the length of the corresponding rectangle, 
width of an elementary rectangle be Ao;, ah some 
from 0 equal to x, and y the length of the elementary 
2 ^, the area of this rectangle is y i\x. And the sum of 
quantities equals the area of the whole figure. In the 
on A X becomes dx, that is, an infinitely small width, 
is represented by 


/: 


ydx, 


XB integration has been taken between the ascribed 
cr, namely, a and h. If by some apparatus a wheel 

E 
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is made to rotate at a rate proportional to the value of y and 
the frame from which it takes its motion traverses OX at a 
uniform rate, the rotation of the wheel will indicate the whole 
area contained by the boundary passed over by the wheel. 

It would be entirely beyond the scope of this book to give 
anything more than a sketch of this attractive subject, but 
sufficient directions vdll be found for estimating those diagrams 
which are generated by recording dynamometers of different 
kinds. Should the reader wish to study the interesting 
subject of the methods whereby integration has been effected 
by mechanical means, the following papers and references 
may be consulted :— 

“ Amsler’s Planimeter ” : Sir Frederick Bramwell, F.R.S., 
Report, British Association, 1872, pp. 401—412. 

“ An Integrating Machine ” : G. V. Boys, Proceedings of 
the Physical Society of London, Vol. IV., pp. 199—206 ; 1881. 

On “ Integrating and other Apparatus for the Measurement 
of Mechanical and Electrical forces ” : C. V. Boys, Proceedings 
of the Physical Society of London, Vol. V., pp. 8— 29 ; date 
of paper, November 26, 1881. 

“ Apparatus for Calculating Efficiency ” : C. V. Boys, 
Proceedings of the Physical Society of London, Vol. V., pp. 28 
—35 ; date of paper, January 28, 1882. 

“ Analytical Investigation of the Amsler Planimeter,” and 
also a geometrical treatment of the subject, by Prof. Ball; 
see “ Integral Calculus,” B, Williamson, F.R.S., 1884. 

“ Mechanical Integrators,” by Prof. H. S. Hele Shaw, 
Vol. LXXXII., Proceedings of the Institution of Civil En¬ 
gineers, 1884—85 ; p. 92. 

“ The Hohmann-Coradi Precision-Planimeters ” : Pamphlet 
edited by Luckhardt and Alten, Cassel, 1885. 

“ The Theory of the Planimeter ” : Prof. A. G. Greenhill, 
F.R.S., Encyclopaedia Britannica, Vol. XXII., p. 721 ; 1898. 

“Integrator apphed to Dynamometers,” by the author; 
exhibited Royal Society, 1894. And also description in 
German: “ Deutsche Mathematiker-Vereinigung,” Sonder- 
Abdruck aus dem 1892; “ herausgegebenen Katalog Mathe- 
matischer ModeUe, Apparate und Instrumente.” 
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The Amslbr Polar Planimeter as used by Engineers 
AND Ship Builders, 

[The Amsler polar planimeter is a neat instrument which has 
the property of giving directly, by the rotation of a roller called 
an index-wheel, the area of a plane figure when the tracing 
point is carried once round the periphery of the figure. It 
consists of two bars 
jointed to one another 
(Pig. 14), while at one 
end of each there is 
a point one of which 
forms a pivot about 
which the instrument 
may be turned which 
carries a small weight, 
while the other is made 
to trace the outline of 
the figure. The third 
point of support is the 
edge of the index- 
wheel, which is carried 
by the pointer arm 
and so mounted that 
the axis of this wheel, 
the pivot connecting 
the two arms, and the 
pointer lie in the same 
vertical plane. The 
index-wheel and pivot 
are often carried on a sliding frame, which can be clamped to 
the pointer bar at any point and then adjusted accurately by 
means of a micrometer screw, so that certain marks corre¬ 
spond, when the unit of the vernier reading of the index- 
wheel will be a simple number of square millimetres or a 
simple fraction of a square inch or square foot or other unit 
as indicated by figures engraved on the bar.] 

The lowest point on the inclined arm (Pig. 14) is the pivot, 
and the highest is the tracing point. This, which is not sharp’ 
is placed on some mark on the boundary of the diagram which 

E 2 
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is to be estimated, and the reading of the index-wheel taken. 
Then the tracing point is taken round the boundary till the 
mark is again reached ; the index reading is again taken. The 
difference of the two readings shows the value of the area in 
terms of the selected unit. In order that the instrument may 
be calibrated it is convenient to take the tracing point round a 
known area and note the reading of the index-wheel. This is 
most accurately done by means of a thin metal radius bar of 
known length R ; one end of this bar is pivoted by means of a 
projecting needle stuck into the drawing-board, at a point 
which is roughly the middle point of the area to be found; the 
tracing point of the planimeter is then placed on a small conical 
indentation near the free end of the bar so that it is at a known 
distance R from the pivot. The position of the free end of the 
bar is marked by a fine line on the paper below it and the index- 
wheel read ; then the radius bar, carrying with it the tracing 
point of the planimeter, is rotated once and the reading of the 
index-wheel again taken. The area Ttr^ should be shown by the 
reading of the index-wheel. By very carefully adjusting the 
position of the shde on the tracing bar of the planimeter the 
accuracy of the indicating marks engraved on the bar can be 
tested, or the correct positions determined if error is found. 
The greatest care should be taken in handling the instrument, 
as its excellence of performance depends on the joints being in 
perfect adjustment, that is, free to move without any shake. 

The following are the essential points in the construction of 
the polar planimeter :— 

The pin of the joint connecting the two bars, the axis of the 
wheel, and the end of the tracing point must lie in one plane. 
The roUer or wheel must run easily and free of the vernier. The 
roller, which is furnished with a tangent screw, drives a count¬ 
ing-wheel once for every ten turns of itself. The primary 
divisions of the roller are ten in number ; these are again sub¬ 
divided into ten parts, and these are, by means of a vernier, 
again divided into ten parts, so that one thousandth of a turn 
corresponding to the one hundredth of a square inch or corre¬ 
sponding unit can be estimated. It is important that the 
paper on which the diagram to be integrated is drawn is free 
from ribs ; these tend to give the roller a slight rotation when 
moving at right angles to itself, when there should be no 
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rotation at all. When a fairly smooth paper is used, practically 
no error is introduced by its surface. 

To use the instrument : set the tracing point to a fine mark 
on the boundary of the area, and it is well to press the point on 
to the paper so as to make a slight indentation which can be 
felt, read the counting-wheel, the roller, and the vernier. Lead 
the tracing point round in the direction of clock-hands until the 
mark is again reached, and take the reading. The difference 
of the two readings gives the area. But two cases have to be 
considered, the first when the pivot is within the area, and the 
second when it is outside it. When it is outside, the difference 
of the two readings has to be taken, but if it is inside the 
area, then the excess of the second reading over the first 
gives the area between a circle of known value, called the datum 
circle, and the boundary of the area. If the figure is less 
than the datum circle, then the result is negative ; therefore 
the area of the datum circle has to be added to the second 
reading before subtracting the first from it—^what is over equals 
the area sought. 

It is important that the pivoted bar of the planimeter should 
be so placed that when the tracing point is taken round an area 
the angle between the bars should not be very great or very 
small. When it is so, the tracing point is not quite so easily 
led round the boundary furthest from or nearest to the pivot. 
The position of the planimeter with respect to the area shown 
in the figure would be found to work well. 

The planimeter when well manipulated gives such valuable 
results that it will well reward the user to learn its differexit 
applications by careful practice. Before planimeters were 
invented, areas were found by the method devised by Simpson. 
His rule is exact for parabolic figures of the third degree, but 
for other figures it only gives the approximate area. The 
method is interesting and instructive, but requires careful 
construction and working to obtain good results. Examples of 
its application are given at pp. 63—66, Rules and Tables,’^ 
by W. J. M. Rankine, F.R.S., 1876. 

Theory oe the Polar Planimeter. 

In order that the area or the mean force line may be found 
from an ergometer diagram, an instrument whereby tlie area 
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is found at once by moving a tracing point round its boundary 
line, is usually employed. The following explanation of the 
planimeter of Amsler, which is much used in the office of the 
engineer and shipbuilder, is based on notes taken by the author 


Q 



Fig. 16. I’ig- 16. 


at a lecture on the subject given by Prof. O. Henrici, F.R.S., 
many years ago. 

The construction of the Amsler-LafEon * planimeter is 
shown diagrammatically in Pigs. 15—21. The radius bar OQ 



Fig. 17. Fig. 18. 


and the pole arm QT are hinged at Q ; the bar rests on a hori¬ 
zontal plane, such as paper attached to a drawing board, on 
three points, viz., the tracing point T, a point of contact of a 

* In the year 1856 Prof. Amsler-Lafton invented the polar planimeter called 
after him. Up to 1885,12,400 of these instruments were sent out of his works at 
Schaflhausen : Vol. LXXXIL, Proc. I,C.E., p. 14. 
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small wheel W, and a sharp point O, round which the system 
is free to rotate while T is moved on the boundary line of any 
area, the value of which is sought in terms of some unit of 
sq[uare measure, such as the square inch or square centimetre. 
We may first consider the pole arm of QT and the wheel W 
apart from OQ. The axis of the wheel is so placed that it 
lies in a straight line passing through vertical hnes through 
Q and T. 

Let TQ = I (Eig. 16), AD = 'p, and let the initial position 
of TQ be AB ; suppose it to move parallel with itself, from BA 
to CD, then the area Ip is swept out. Now p equals some 
multiple of the circumference of the wheel W. Calling this 
w, p — w and the area A = Iw. Suppose the circumference 
of W to he divided into n equal parts, 
each very small and = u, then w 
equals the number of all the u 
quantities rolled over, and w gives 
the sum of the elementary areas lu 
contained in the rectangle. Any 
unit may be employed by duly 
arranging the length I and the radius 
of the wheel W. 

Next let the rod (Eig. 17), i.e., the pole arm, rotate about Q ; 
it will then sweep out an area = where 0 is the circular 
measure of the angle AQB. The wheel rolls over the arc c0, W 
being placed c units from Q ; therefore w — cd, and the area 

P 

= ^ - w, so that w shows the value of the area swept out. 

Next let us suppose the rod (Eig. 18) to move parallel to 
itself but not in a direction perpendicular to itself. When this 
is the case the wheel both rolls and slips. Let the rod QT 
move through a small space to Q'T'; this can be resolved into 
a motion perpendicular to the rod, which would bring the rod 
to RR', when the rectangle QTR'R would be generated, and the 
sliding of therod along its own axis from RR' to Q'T', this second 
motion not generating an area. In the first movement the 
wheel’s rotation would give QR, and during the second motion 
the wheel would not rotate. The rotation of the wheel thus 
gives the value of the area QTT'Q'. Now (Eig. 19) suppose the 
motion of the rod to be made up of small steps all resolved 


D 
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in a similar manner, then the rotation of the wheel shows 
the generated area as before. Again resolving the motion 
into a large number of small steps let AB move to CD, the 
step being considered so small that the arcs AC, BD may be 
taken as straight lines. The area swept out is ACDB ; this 
motion can be resolved into a step from AB to CB' parallel 
to AB, and a rotation about C, from CB' to CD. Then the 
rotations of the wheel W when summed up give 

w = 'p cd. 

W is distant, as before, c units from A, and the total area 
A swept out is 

A. — Ip ^ 

p being expressed in terms of w. 

For finite motion the whole area equals the sum of the areas 
swept out during the different steps. But since the wheel 
continuously rolls, the total rotation will be the sum of all the 
successive elementary rotations. If the whole rotation be 
called w, if the sum of all the small turnings 6 be called a, 
and the area A, then 

A = lw-\- ■— Zc)a ; 

a is also the angle which the first and last positions of the rod 
make with one another. 

When the planimeter is used, the rod QT is always brought 
back to its initial position, so that a = 0, or should the rod be 
turned once entirely round a = 27r. 

In the first case A = lw 
In the second case A = lw [W 
when the rod is turned round once. 

Since the point Q in the first case only moves to and fro 
on an arc of a circle, no area is generated by it. But in the 
second case, if the pole O be situated within the area, the 
rod QT describes the area between the boundary of the figure 
and the circle having a radius r equal to OQ, and the rod 
turning once round makes a — so that in this case the total 
area A 

A = IW + {W-IC) 277 + 77^2 

or = + C where C = (— Zc) 277 + 

a constant depending on the dimensions of the instrument, 
which will be found marked on one of the bars. Where several 
standard positions are marked on the tracing bar representing 
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different units, coiTespondiag constant Talues 'will be found 
given for each. 

[ It may be 'well to add that where the index-wheel is placed 
beyond the hinge Q, as is usual in instruments in which the 
hinge and wheel are carried on a sleeve itself capable of sliding 
on the bar TQ, so as to read square feet, square inches or 
Kfiuare millimetres or other unit according to the mark to 
which it is set (Fig. 14), the term — Ic in the preceding equa¬ 
tions should he Ic. It will be evident that if the point T is 
cnirricid round tlie pole O in a circle of such size that the wheel 
does not roll at all, the plane of the wheel will pass through 
the pole. 




An inspection of Bigs. 2€ and 21 will then show that p, the 
perixuidieular distance from the pole to the wheel, r, the length 
of the ]>olo arm, and R are tho radii of three circles described in 
this movenumt ; also that 

+ 2ci! -f- Z*, 

and tl»(! anni of the circle of radius R described by T = 

7 i-(r" ± '2d d- i“), which is the same as is given above. Of this 

■nr" is tht! area of the circle described by the joint Q while 

7 )-Z“ ± iud is the area swept by the radius rod I outside the circle 

(U'seribed by (^. Hua part of the radius rod -which is within 
this circle in Fig. 20 sweeps over it twice, once positively and 
oticc! nc^gatively, and this does not count.] 
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Mechanical Integrator. 

Mechanical Integrator used in connection with the Ergometer. 

A metal cylinder AB is carried on an axle CD (Fig. 22) whicli 
rotates in a frame suspended from a steel rod, which moves in 
two V-grooved pullies (see Fig. 23 and picture from photograph). 
The frame is connected to a double-grooved semicircular 
disc Q, which forms part of the frame FH which carries the 



Fig. 22. 


hemisphere, by two cords ; this keeps the cyhnder always in 
rolling contact with the hemisphere when turned through an 
angle about its vertical axis ; a counter attached to the axle of 
the cylinder shows the number of revolutions it makes, and 
hence, as will be shown, the work transmitted by the machine. 

The horizontal motion is given to the hemisphere through 
the arm carrying the stud E (Figs. 23 and 24) and frame LH 
which is attached to the arm, a continuous cord passing round 
a V-groove on a great circle on the hemisphere, and through its 
vertical axis rotates the hemisphere. Thus the cyhnder and 
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h.6iiiispli6re are in perfect rolling contact wlien the hemisphere 
is moving about either axis, separately, or about both axes at 
the same time. The stud P (Pig. 22) moves in a slot ST, 


JT 




carried on a geometric shde having five surfaces of contact, 
shown in a side view, WV. The length MP (Fig. 22) is propor- 
tional to a force when the instrument is used in connection with 
ergometers. The theory of the instrument is as follows :— 

If the rod FE (Fig. 22) is pushed through a distance y, then 
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the hemisphere moves through an angle 9 about its vertical 
axis, so that a sin 9 = 2/3 where a is the distance from the centre 
of the hemisphere to the stud P. Since the hemisphere and 
cylinder are in contact, and c = radius of cylinder, and 

T 

R = 7 - sin --y, and r — radius of hemisphere, we have cdd = 

Oj 

Rdi/r, where difj is the angle turned through by the hemisphere 
on its horizontal axis, and dd the angle turned through by the 
cylinder so that we get 

dd = —yd\j/ 

CIC 

Since the revolution of the hemisphere is caused by the cord 
which engages in the V-groove in the hemisphere, the angle dijj 
is proportional to the motion dx through which a point on the 
cord has moved, so that dO == Aydx, 



where A and B are constants depending on the dimensions of 
the instrument. 9 is measured by means of a dial on the axis 
of the cylinder. 

The instrument is used in connection with a work-measuring 
machine shown in the photograph, and it is so mechanically 
arranged that x is proportional to the space, and y to the force 

acting through the space x, so that ^ydx gives the work 

transmitted by the ergometer. 

For many purposes the mechanical integrator is of consider¬ 
able value, but when fluctuations in the rate of transmitting 
work take place, then the best method for obtaining the value 
of the work transmitted is from a diagram produced auto¬ 
matically on a cyhnder carrying paper, in which the traverse 
of the paper is proportional to the distance through which the 
force acts, and the ordinate is proportional to the force at any 
instant. The area then gives the value of the work transmitted. 
In testing machines in which periodic motion exists, such a 
diagram shows continuously how the work is transmitted. In 
one form of my ergometers used in testing spinning machinery 
(at Messrs. L. Crossley’s, Halifax) the diagram method is 
always used, as it shows at what rate any particular part of 
the machine is absorbing energy. The different moving parts 
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are connected electrically with, electromagnetic styli which 
mark the diagram, so that the behaviour of each part is clearly 
indicated. 

The torsional form of ergometer has been in continuous use 
for the last two years in the Millard Mechanical Laboratory, 
in connection with the experimental determmation of the 
mechanical equivalent of heat from the rotation of copper 
cylinders in the magnetic field. 

Boys’s Engine Powee Metee. 

[Boys’s Pnglne Power Meter was mentioned in the table of 
contents prepared by the author, but he had not written any 
description of it. This instrument depends on the princip e 
employed indepen¬ 
dently by Abdank 
Abakanovicz, and 
0. V. Boys in their 
integraphs. If while ® 

a point P is made to 
trace any given curve 
AA (Fig. 25) a steering 
wheel W is by some 
means always kept < 

vertically above the B 

point P and parallel to 
the line PQ, the base 
QM being maintained 
constant, then the 
wheel W will trace 
out a curve such that 
the tangent of its in¬ 
clination is numeri¬ 
cally equal to the 
height PM if the base 
QM is unity. The 
curve BB therefore 
gains in height in pro¬ 
portion as the area 
between the curve AA 
and the axis of x gains 


A 



Fig. 26. 
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in area, and the process is a mechanical realisation of mathema¬ 
tical integration. The curve AA in Fig. 25 represents the com¬ 
bined indicator diagrams of a steam engine taken at the two ends 
of a cylinder and the curve BB traced by the steering wheel W is 
the integral curve. It will be seen that on the return journey 
from right to left the slope of the line QR is nwersed in direction 
also, and the steering wheel W having its direction of motion 
and slope both reversed, continues to mount, thus adding the 
area below the line xx to that above the lino. The height BB 
of any one zig zag x QM = area enclosed by the curve AA. 
In order to make this construction practicable as a steam power 
integrator an ordinary indicator cylinder is used with the two 




ends put into communication with the two ends of the steam 
cylinchu of the engine. In the place of one double-acting 
instrument two single-acting instruments may of course be 
used one connected to each end of the stt^am engines cylinder. 
Considering now the double-acting instrunumt, the upper end 
of the cylinder is seen in Fig. 26 of which the left hand part is a 
vertical cro8.s section through the broken line aa, whih; the right 
hand part is a side elevation with the cover only in section. 
The piston rod of the indicator is seen with the indicator spring 
above the cylinder connected to the piston-rod, so that the dis¬ 
placement of this above or below its neutral position is proper- 
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tional to the excess of pressure on one side of the piston over that 
on the other. The upper end P of the piston-rod is in the form of 
a swivel sleeve engaging a rod, which projects radially from a 
bell within which the wheel W is free to rotate, and the bell 
with its wheel W is turned more or less by movement of the 
piston-rod, so that the tangent of the inchnation of the rod and 
of the wheel W is proportional to the displacement of the 
piston-rod. The bell is pressed by the action of a spring 
towards a light drum C against which the wheel W is pressed, 
and this drum is given a reciprocating movement in time with 
and proportional to the motion of the piston of the engine by 
means of a flexible connection acting against a spring in a 
manner made clear in the figure. The hemicyhndrical case 
containing the integrating mechanism can be turned upon the 
cylinder so that the flexible connection points in the desired 
direction and it may be locked in that position by means 
of a union nut. When the integrator is working the 
wheel W is inclined in accordance with the steam pressure, 
while the drum C is drawn under it in conformity wdth the 
motion of the piston of the engine. The wheel is unable to 
move vertically as in the integraph, but the surface of the 
drum is free to move under the wheel instead, and so it rotates 
at any moment at a rate proportional to the product of the 
effective pressure multiphed by the speed of movement of the 
engine piston, i.e., to the rate at which work is being performed 
by the steam on the engine piston, and the whole rotation of 
the drum C transferred by the axle A, on which it slides with a 
feather connection, to a counter in the box at the left-hand 
end gives on a set of dials there the integrated indicated work 
of the engine over any length of time. A hemicyhndrical cover 
springs on and protects the integrating mechanism. Unhke 
the power meter of Ashton and Storey, there is no sliding 
between the mtegrating surfaces of this integrator. If the 
spring is not the exact length needed to bring the wheel W into 
its neutral position when the piston is unacted on by steam 
pressure, the record due to any complete number of strokes is 
not affected, as the tangents of the inclinations of the wheel W 
wiU be increased during alternate strokes to the same extent 
that they are diminished during the intermediate strokes. It 
will be seen that if > 
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D is the diameter of the engine cylinder | in the same 
d 5 , diameter of the indicator cylinder j units 
L 5 , stroke of the engine piston 

I 5 , stroke of the integrator drum 

S 5 , stiffness of the spring, i.e., ten times the number of 
pounds required to move it one-tenth of an inch 
K is the distance in inches between the axis of the piston- 
rod and the centre of the wheel W 
T ,, radius of the drum C in inches 

n ,, number of turns of the shaft A recorded in the 

counter 

N ,, number of foot-pounds of indicated work 

4.1. TVT L Trnr 

then ]S[ = _ X y X SKx 

The coefficient of n may be determined once for all; calling 
this h, then N = ibn.] 

As an example of the use of a planimeter in dynamometry 
the reduced trace (Fig. 27) is given. This is a dynamometer 
record taken during an experiment on a model ship drawn 
through water in a testing tank. The traces showing the large 
oscillations exhibit the force required for towing the model 
ship. The traces which are rather darker, showing smaller 
oscillations, exhibit the thrust of the propeller. The top 
broken line shows the revolutions per minute of the screw. The 
middle broken trace shows the distance traversed, viz., 25 feet, 
between each break, also the lowest broken line shows the 
revolutions per minute of a screw. The horizontal lines ruled 
through the traces show different values of the mean forces 
involved. 

For example, in a diagram taken from a model ship-testing 
ergometer the following numerical values were obtained :—^ 
The force — 3-5 pounds, and it acted through 25 feet, so the 
work done = 3-5 x 25= 87-5 foot-pounds. The space 25 feet 
was represented by 1*83 inches on the diagram,* while the load 
of 3*5 pounds was represented by 8*9 inches so that an area of 
the diagram of 8*9 x 3-5= 16-189 square inches represented 
87*5 foot-pounds work done, and one foot-pound of work was 

represented by = 0T8512 square inch. 

ov’u 




- in the same units 


* The figure is reduced from the original diagram. 
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Periodic Curve and Record. 

In many ergometer tests the diagram shows a well-marked 
periodic curve. This is very evident when the force acting is 
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•with a diagram of this kind, a mean line of force is fonnd 
and at once multiplied by the space through which the 
force has acted. The operation for finding this mean line is 
that of integrating the area of the diagram between convenient 
limits and dividing the area so found by the length of the base 
line. Or another method is to draw a mean line by eye, cutting 
each wave of the curve, and then integrating with a planimeter, 
such as that of Amsler or Coradi, the whole surface bounded by 
the curve, half of which lies roughly above the assumed mean 
line and half below it. If after traversing a length of the curve 
containing an equal number of crests and hollows and returning 
by the assumed mean value fine to the starting point, the read¬ 
ing of the planimeter is zero, this line has been correctly drawn, 
but if some small area is indicated, then the line must be shifted 
through the distance deduced from the reading ; it will then 
become the mean value of ordinate line. 

In certain cases, such as the towing of a vessel, through an 
ergomometric apparatus, the band of paper.used for recording 
the force ordinates cannot be driven at a rate directly propor¬ 
tional to the space through which the force acts, but is driven 
continuously forward by means of clock-work regulated by a 
centrifugal governor of the type in which a spring control takes 
the place of gravity. But it must be noticed that the record 
so made is of impulse, Fdt, not of work, 'Fds. If the 
quantity, 'Edt, be divided by the whole time that E acts, the 
quotient will give the mean value of the force E, but if under 
this condition work is to be estimated, then as the ship passes 
known distances, determined by shore marks, the position 
must be marked on the diagram at these points at each instant 
they are passed and the mean force estimated between them. 
Then by multiplying this mean force by the distance between 
the marks an approximate value of the work during the interval 
is obtained. 
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FRICTrON BRAKES 

Somb: Applications op Coiled Ropes. 


Homo early iipplioiitions of coiled ropos (Horner). 
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Hosintance due to coiIh of rope on a cylinder ...... 
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The rope dynamometer brake. ........ 

liquation for the rope brake ......... 

W. rhomson’s ( Lord Kelvin) application of the coiled rope as a dynamometer 
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Abstract of Thomson’s patent; This brake invented in conneetion with 
laying tlie Atlantic cable. 

W. <J, Unwin’s dyr;amomet:‘r ......... 

iSo(dety of Arts motor trials, tise of the rope brake .. 

Modification of ThomsorUs brake by Capt. kSankey . . 

Hope brake at the (-ity and (hdlds Technical Colk^^e, London . 

Friction brake, formerly at Cooper’s Hill College, showing nudlod of cooling 

Dynarnometeis by James ^’hornson. 

,♦ Imray. 

„ „ Carpentier . . . . . . . 

,, ,, Raffard 

,1 ,, Eeckonmunn ........ 

„ „ »Sc?heihe ......... 

Block I^rake dynamometers by Ih’ony . . . . . , ’ . 

„ Coopa ........ 

„ ,, Appold and Amos ...... 

,, ,, .Balk . 

„ „ Carret and Sons (water-cooled brake wheel) 

„ ,, [Griffin Engineering Co., Ltd.] .... 

[Ahien dynamcnnetin’] .......... 

[Xicholson lathe tool dynamometer] ....... 


-ako wheel) 


In v(^ry rcimotcj times it was well known that a spindle might 
he; rotated hy means of a thong or rope coiled about it. In the 
advqmturc of Ulysses with the Cyclops (Homer, Odyssey/’ 
IX.), Ulysscjs, assisted by his companions, when in the cave 
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of the CyclopB bored out his eye with a bar of olive wood, 
having bound it with a thong on each Hide, they inovc^ it, a.n,d 
it constantly ruiiH roxind.” UlyHses after chaffing th(‘. l)lin(h‘(l 
PolyphenxuH, the CyclopB, in polite and polished (!r(‘ek, 
from the grasp of the monster while clinging to a fat rarn going 
oat to paHture as the roHy-finge^red morn dawiUMl. In llie 
earliest lathe the material held between points was roiat(‘(l to 
and fro by means of the cord of a bow coiled at Ic^ast oma* 
round it. It was so in the time of Virgil, and it was ])robably 

used in the same maniUAr agt\s 
before his time. 

The use of the coil(.a:.l rop'O 
must have been known to sailors 
long ago, who moored. thc?ir 
vessels to trees or short po.Ht,s 
projecting from tlie wharf. Such 
posts have led up to tlie iron 
bollard, in some caises of enor¬ 
mous size, BO tliat a steel rope** 
may be coiled round it. If a 
i'lexible cord cjoiled round a 
cylinder as shown in Fig. 2B, and 
weights be attaclied to its ends, 
the friction of the cord in<u*eases 
greatly with the angles ernl>raced, 
by it. Suppose that the cord 
embraces half the (ureumiermnas 
and the relative value of the two weights l)c^ such that tlu^ 
greater weight is balanced by the lesser om^ plus tlu^ frichion 
of the cord on the cylinder. If we assume that, tlu^ nmm 
value of friction as about one-third, or mon^ luaiify %ir>,of the 
pressure which causes it, than any weight iml to om^ (nul will 
support a weight at the other end thn^e timers as gnait. 


Fig. 28 . 


(JoilK. 

Wtiigltt. j 

CoUh. j 

Wolgltl. 

0-5 

3 

2*5 

213 

1 

9 

3 

721) 

1-6 

27 

3-5 

2,187 

2 

81 

4 

6,561 






rKIOTION BRAKES 


69 


When another coil is taken round the cylinder the small 
weight will carry one twenty-seven times as great, and each 
coil multiplies the friction roughly nine times, and also the 
half-coils three times. It will be noted that half a coil neces¬ 
sarily forms part of the sum of all the coils. 

If the small weight be raised a little so as to release the half- 
coil slightly from the cylinder, the greater weight,will descend, 
but if the small weight be again allowed to act it will be brought 
to rest. This is true, too, when a ship is warped to a bollard ; 
a slight release of the slack end of the rope enables one man to 
control with ease the paying out of a rope, which has a great 
pull on it clue to a ship in moving water. This property of the 
coils of a rox)e is utilised in such devices as hand-gins for raising 
or lowering builders’ materials, and also in raising and lowering 
buckets alternately into a well. In this case the empty bucket 
corresponds to the small weight and the full one the large 
weight previously mentioned. This way of using the coiled 
rope is inconvenient when the well is deep, since the lateral 
movement of the rope as it coils on to the cylinder is limited 
by the width of the well. An invention of Sir Christopher 
Wren is so excellent that I give a verbatim reproduction of it 
from the Royal Society, May 6, 1670 :— 

Having considered, that the ways hitherto used in all Engins for 
winding up Weights by Roaps have been but two, Yiz. the fixing one 
end of a Reap upon a cylinder or Barril, and so winding up the whole 
coyle of roap ; tlr^ other by having a Chain or a loose roap catching on 
teeth, as is usual in clocks; but finding with all that both these wayes 
were inconvenient the first, because of the riding of much roap in 
winding one turn upon another; the other, because of the wearing out 
of the Chain or roap upon the teeth, I have, to prevent both these 
inconvenienc^es, devised another, to make the weight and its counter- 
poyse l)itid on the cylinder, which it will doe if it be wound three times 
about. But because it will then in turning, scrue on like a worm, and 
will need a Cylinder of very great length, therefore if there be two 
cylinders, each turned with three notches and the notches be placed 
alternately, the convex edges to the concave as in the figure adjoyned, 
the roap being wound three times about both cylinders, will bind firmly 
without slyding and working up the weight with a proportionable 
counterpoyse at the other end of the Roap.'' 

The original picture (Fig. 29) in Wren’s paper is not very 
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clear, so I show a reproduction of it from Principles of 
Mechanism,” 1870, by R. Willis, M.A., F.R.S., Jacksonian 

Professor of Natural 



Fig. 29. 


and Experimental 
Philosophy in the Uni¬ 
versity of Cambridge, 
by the kind permission 
of Longmans, Green 
& Co. (Figs. 30 and 
31) 

‘‘ The course of the cord 
is over the back roller from 
A to B, under the rollers 
at BC, and over them at 
CD, and so on to E,F,G, 
over at GH, but after 
passing under H the end 
of the cord is taken, not 
under, but over at I, 
whence the end is allowed 


to hang down vertically, and has a small weight tied to it of suffi¬ 
cient magnitude to keep the cord in contact with the surface of the 


notch.” 



Fig. 30. Fm. 31. 


By means of this excellent combination of'the grooved 
cylinders the ends of the cord which carry the load and the 
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couaterpois© haag in vertical lines when the machine is at work 
and the frictional resistance due to several coils is effectual. 
The sum of the frictional resistances of the rope in passing 
round the two halves of the two cylinders is the same as if it 
was coiled the same number of times round one cylinder, so 
that both the increase of diameter due to successive coils and the 
lateral motion of the hanging ropes is entirely avoided. This 
excellent device, as an invention of Wren, appears to have 
been lost sight of, and reinvented by several persons, M. 
Boulogne in 1702, J. Bernouilli and Ludot in 1741, and in 1805 
the Society of Arts rewarded Boswell for a similar invention. 
The same device has been applied to produce reciprocation of 
motion as required in a mangle. It will be seen in what 
follows that it is on the property of the coil friction of ropes 
that the excellence of a certain class of brakes depends. 

This method of coiling the same rope round several cylinders 
has also been turned to good account in one form of the rope 
brake of William Thomson (Lord Kelvin). 

The Rope Dyhamometbr Braice. 

In this type of brake a rope is coiled once round a pulley or 
flywheel driven by the engine to be tested. A weight W is 
suspended from its lower end ; and its upper end is attached 
to a spring balance of the Salter type. The direction of 
rotation is such that the rim moves upwards on the side where 
the ends of the rope are situated. The spring balance can be 
so adjusted that the rope may hang in a vertical line when 
touching the wheel of the engine. For all practical purposes 
this is a sufficiently good approximation to the real physical 
condition of a rope in contact with a curved surface. Owing 
to the fact that the rope is not really perfectly flexible, it 
cannot hang in a direction truly tangential to the curved 
surface, so that there is a tendency inherent in the rope to 
make the efficient radius at which the forces act slightly larger 
than it is usually assumed to be. In the case of a small pulley 
embraced by a rope of considerable diameter this increase 
could not rightly be neglected. If instead of a -flexible 
rope a chain such as those used in the cycle be used, each 
link being faced with a suitable rubbing surface, a condition of 
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brake cotilcl Ix^ set tip \¥hich is almost al>solu1(‘ly fr(‘(^ it-om 
mimite source of error introduced by tlie eniploynu^nt ol a i*op(‘; 
but this increase of accuracy appears in pra(di(x^, to l)e inoii^ 
than babineed by other troubles introduce(l by llu^ em])loym(‘nt 
of a stec^l cliain with faced links. Wlum more than on(‘. rop(‘ 
is ernploy(‘d they are kept in place by distance-bloe.ks of wood 
arrang(‘(l to prevent side slip No metal, if usixl to at4a(di the, 
blocks to tln^ ropes, should come in contact with iho fac(^ of tln^ 
wheel, since such contact produces great and dang(n’ous h(‘ating. 
If R is th(^ distance between the perpendi(nilar kd faJI through 
the centric of the wheel and a parallel line through the ccuitn^ of 
gravity of tlie weight, we have two reacting inortumts, na.m(dy, 
the force of friction/acting at the radius r of tln^ wluad and th(‘ 
effective weight (W • p) acting at the distaucu^ R. /> is tln^ 
pull showm on the Salter's balance, when tln^ wlnud is rotating 
at the required speed of N revolutions pc^r minuter and 
/r.= (W-j))R 
the B H P 

77 -= tM415i) and S3,()00 is Watt's Horsi^ lk)W(‘r cons! ant. 

If fi (tlu‘. coefficient of friction) chang(\s, tlu^n W (diaug(‘s its 
position until the reaction beconn^s steady. It. has Ixxm alrcaidy 
W 

sliown that — “= where 0 is the angle in radians cnnbrmuHl 

P 

by the rope and e — 2*71828. In the case descrihixl, sinta^ 
the rope caitin^Iy (unbraces the wheel, 0 — 2rr. 

W 

As 6 imu'easc^s increases quickly, so that if 0 is largit p may 

P 

be a small fraction of W, and consc^qmmtly the* small (Trors iri 
estimating the readings of the spring balarua^ arc^ not of gr(*at 
import anc(^. 

T\m goveuanng power of this brake is (‘xcadkuit, and it can Ih^ 
easily applied and used in estimating th(^ brake horH(^-pow(»r of 
many kinds of motors or prime*mov(ms. Tho brak(^ usc^d as a 
dynamonudcir is thus described by William ''.rhomson in his 
patent No. 437, A.n. 1858. 

“ Part B’ourth. I tise the arrangement which has been (lc‘ftcrihed ffir 
the purpose of testing the .action of water wlieels, stitam engines, ami 
otlicfr prime-movers. In performing this part of my invention I employ 
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the prime-mover to drive a rotating body resisted by the friction of a 
band, which is held at the end or part where the tension is greatest by a 
regulated force, and at the end or part where the tension is least by a 
spring balance or other indicator of force. The difierence between the 
regulated force and the force indicated by the spring balance or other¬ 
wise is tlie resistance overcome at the rubbing surface of the rotating 
body, which, being multiplied by the velocity of that surface, gives the 
work performed in a given time.” 

When a very thin friction band is employed, the difference 
between r and R for a wheel of considerable diameter is so 
small that it may be neglected. 

The Rope Dynamometbe Brake of William Thomson 
(Lord Kelvin). 

The patent specification of WilKam Thomson, No. 437, 1858, 
for improvements in apparatus for applying and measuring 
resistance to the motion of rotating wheels, shafts, or other 
rotating bodies, is so full of valuable matter relating to brakes 
that I give here a brief analysis of it. 

In the experiments made by the Society of Arts, 1888—89, 
tile T’homson brake was employed, but its inventor appears to 
have been forgotten. Probably the apparatus would now be 
better known if some diagram had been added to the specifica¬ 
tion, which is tersely written, and more academic in its wording, 
than is usual in patent specifications of more recent date. The 
matter contained in the specification may be described thus. 
A flexible hand is wrapped round any part of the circumference 
of the pulkiy which is driven by a prime-mover, and it may be 
wraiiped round it one or more times. To one end of the band 
a regulateil force, i.e. a weiglit, i.s-attached, which opposes the 
motion of rotation, and to the other end a spring balance is 
attached. The adjustable weight is applied where the tension 
is greatiist, and the tension at the other end is left to vary with 
the change of friction, so that by this arrangement the resistance 
cannot exxseed the amount of the force due to the adjustable 
weight. If the adjustable force due to the weight were applied 
to th(^ end where the tension is least the resistance miglit increase 
beyond that of the adjustable force, and irregular motion 
would result, or the sudden stoppage of the rotating body. 
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The band is in some cases wrapped round th(‘, wholc^ or any 
portions of the circumferences of a number of dilhn'cMit pulleys, 
moving on parallel axes, geared together or not, or it ma.y hi) 
wrapped round one of these pulleys more than oiuun on<‘ (uid 
being acted on by the adjustable forces before': mentioiied, and 
the other end is either fixed or attacluHl to a s})ring hahuujc, 
indicating the tension. This arrangtuncuil- is (h'sigru-d to 
resist the motion of different pulleys to an amount which ma\' 
be modified by regulating the forces at tuu;h (uul of tlu^ ba-nd. 



The brake described was to be employed in stdting up rc^sistaiua' 
opposed to the egress of a cable. In onh^r thud tlu‘ rul)!)iug 
surface's might be renewed without stopping tlu^ pulleys, a band 
is used longer than that absolutely recpiired, and this is gra,du» 
ally paid out so that new surfaces may b(^ HU(;c(^ssiv('ly c'xpcmed 
to friction, also new surfaces of the pulleys may b('. exposed to 
friction. 

The: invention is also designed to test the: action, of %rat('r 
wheels, steam engines and other prime-movers. Tlu', prinu*- 
mover is employed to drive the pulley, the rnotion of whhh is 
resisted by a rope coiled on it, one end where tlu^ temsion is 
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greateKtbeiag subject to uu Eidjastableforce (due to a suspended 
•weight), and the other cud, ^where the tension is least, to a 
spring balance or force indicator (Rig. 32). The difference 
between the force due to the •weight aud the force indicated by 
the spring balance is tho resistance overcome at the rubbing 
surface of the rotating body, and this multiplied by the velocity 
of tho surface gives the work performed in a given time. 

In each case of tho application of the friction band or rope 
to a pulley springs may bo attached at different points, and so 
adjusted that when no tension is applied to the band, it is 
drawn out of contact with the rotating pulley. There are five 
claims which embody the above subject-matter. Probably 
the. primary object of tho patent was to protect an invention 
iinpcjrtant in laying telegraph cables, and from it the ergometer 
brake very naturally fallowed. 

Prof. W. K Dalby informs me that Lord Kelvin told him 
that he invented the bralee primarily in connection Avith the 
laying of the Atlantic cable for braking the cable as it was 
paid out. 


Flexible Bani> Dynamombteb (by W. C. Unwin, from 
a paper road before Section G of the British Association, 
1883). 

Tlui ordinary strap brake dynamometer, in which tvpo 
weights are susiicmded from a strap which embraces a pulley, 
driven by the prime-mover to be tested, is described. If the 
susp<m<lccl Avciglits be called P and Q, of which Q is greater 
than 1^ tluui the, work consumed in friction is expressed by 
where v is the surface velocity of the pulley, or 
otherwise if 9 be tho arc -embraced by the belt, and p. equals 

the coefficient of friction, then g = where e is the base of 

the hyptwbolic logarithm, or for a given arc of contact Q = IbP, 
k (kipciuling on the coefficient of friction. For the weights to 
remain at re.st the coefficient of friction, must be exactly 
constant. But since such a condition cannot be attained, 
oHcillalions arc! set up, which prevent very close readings. 
8u(di a (iondition has been modified in the Ayrton and Perry 
machine. If in pla-co of one of the weights a spring balance be 
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employed, the dynamometer automatically adjusts itself to 
changes in the coefficient of friction. The author of the paper 
goes on to show how the friction of the pulley may be made 
still more independent of changes in the coefficient of friction. 

The method is as follows : Two pulleys, grooved for con¬ 
venience, are on the driven shaft, side by side. The band is ^ 
attached to a spring balance placed below the pulleys ; it then 
embraces one of the pulleys, then passes downwards, and 
embraces one pulley and returns upwards to the second driven 
pulley, which it also embraces ; from its free end a weight is 
suspended. By means of this arrangement an alteration of 
20 per cent, in friction will alter the quantity Q — P less than 
6 per cent- Again, if the band be taken over four pulleys, 
then a variation of 20 per cent, in the frictional coeflficient would 
alter the friction on the pulleys per cent. By means of 
this four-pulley brake 3 feet in diameter running with a surface 
velocity of 50 feet per second a flexible wire band, carrying 
100 lbs. as the greater load, 8-8 horse-power could be absorbed. 
Since two or three wires might be used side by side, each carry¬ 
ing 100 lbs., large amounts of horse-power could be conveniently 
absorbed, the grooves and bands being cooled by jets of cold 
water. 


Application op the Rope Brake. 

THE ROPE BRAKE, USED IN TRIALS OP MOTORS AND ENGINES 
BY THE SOCIETY OP ARTS, 1888—89. 

These exhaustive tests of the output of different kinds of 
engines, including the 

Atkinson Gas Engine . . B.H.P. 9*48 

Crossley Gas Engine . . ,, d4*74 Duration of 

Griffin Gas Engine . . . ,, 12-51 [ run, 6 hours 

Paxman Portable Steam Engine. ,, 19-44 

were made by the late Prof. John Hopkinson, E.R.S., Mr. 
Beauchamp Tower, and Prof. Alexander Kennedy, F.R.S:, 
who were appointed by the council of the Society of Arts as 
judges of the engine trials. The brake horse-power (B.H.P.) 
was in every case determined by means of a rope brake on the 
flywheel or on the flywheels of the engines under examination. 
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I have found u few engineers who speak disparagingly of the 
rope brake, but I have also found that their opinions were not 
based on personal experience of the brake ; they certainly 
wotild hare been satisfied with it had they used it. In the 
hands of W. Thomson (afterwards Lord Kelvin) it was found to 
be a satisfactory brake, and a workable form of the brake was 
patented by him in 1858, as previously naentioned. In the 
engine trial I have cited, excellent results were obtained from 
its employment. In the report of the judges for the Society of 
Arts, 188(>, we read, p. 5 :— 

“ The brake horse-pover was in all cases ascertained by means of a 
rope brake upon the flywheel, or flywheels, of the engines. Two ropes 
were used for each wheel; they were kept at a proper distance apart 
and in Axed position upon the flywheel by means of transverse wooden 
distance pieces. The dead load was applied by means of weights, and 
the back tension necessary to put the friction on the brake by means of 
a spring balance. The spring balance was read every five minutes, and 
its tension was deducted from the dead load applied. This brake was 
found to work perfectly satisfactorily, and its results are certainly 
beyond suspicion. It is important, however, if any metal be used for 
attaobing the wood cross-pieces to the ropes, that it shall not rub 
against the rim of the flywheel; if this should occur, the metal becomes 
exceedingly hot, and is liable to burn the rope.” 

The duration, of an engine test in one case lasted 6-43 hours, 
the brake horse-power being 18-95, the weight on the lower end 
of the rope was 320 lbs., the spring balance reading 32 lbs.: so 
that the net brake load was 288 Ihs. The flywheel in this 
ease wa.s of trough section, and water dripped into it and 
evaproratcd. No lubricant of any kind was employed on the 
surface of the brake. Manilla rope has usually been employed 
in tliis tyf)e of machine, and has given excellent results. 

In Eig. 33 a modification of the Thomson brake is shown. In 
place of the large weight acting by gravity, a Denison steelyard 
gravity balance was employed. The rope embraced the lower 
half of the pulley, a spring balance being attached to the other 
eiid of the rope. This form of brake was used in testing 
machines in the works of Messrs. Willans and Robinson. The 
figure is reproduced from an excellent paper in the Engineering 
Magazine of November, 1904, by Capt. H. Riall Sankey and 
Mr, C. Humphery Wingfield. I am indebted to the manager 
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of this magazine for his kind permission to reproduce the cut. 
In engine tests made by the authors of this paper the hydraulic 


Fig. 33. 

brake of W. Eroude ■was also employed and by its means good 
results were constantly obtained. 

Rope Brakes at the Central Technical College, London. 

Eig. 34 shows the brake of the experimental engine at the 
Central Technical College. I am indebted to Prof; W. C. 
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IJn-win, P.R.S., for the original drawing from which the figure 
was reduced. The brake wheel is of channel section (shown at 
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The spring balance is so placed that it can be readily adjustinl 
by means of a screw and hand wheel. In another engine' in 
the same institution, in which either of two whee'ls ('an bo used 
as brake wheels, their respective diameters being 4 feet Jind 0 
feet, the dead weight of 140 lbs. and spring balancu' art' used wit h 
asingle Manilla hemp rope IJ inch in diameter. 'TlK'rim of tlu' 
flywheel is cooled, and the power absorbed is u]) to 7 or 8 horse¬ 
power. In another rope brake made to absorb J2 to 15 horse¬ 
power the load is 200 lbs., and two ropes arc' em))loy(>d, 1 luur ends 
being fixed to blocks from one of which the dead wedght hangs ; 
the other is connected to a spring balancie, by means of a singii*. 
rope. The two ropes are kept in place on tin* fac(' of 1 he flywheel 
by three equi-distant blocks. In each case the. c'fh'cf ive- radius 
at which the load acts is the distance betweam the ptwiamdicular 
let fall through the centre of the fiywhecd and the; parallel 
straight line through the centre of gravity of th(' load. No 
one watching these rope dynamometers when nmning (cui 
but be impressed by the simplicity of the devic(> and its sur¬ 
prising steadiness for hours together. As long as the rope is 
dry the action is steady ; but not so when lubricialion is iutro- 
duced--tho spring balance th.en oscillates to such a degret' that 
readings cannot be readily made. 

A friction brake, formerly used at (loopcw’s Hill College, is 
illustrated in Eig. 35, reproduced by the permission of the 
editor of Engineering. Several useful additions to the usual 
brake are shown, as devised by Mr. Janu's Hopps of tlus 
Mechanical Laboratory, Cooper’s Hill College'. The. descrip¬ 
tion is slightly abridged from Engineering, April 17. 11)03. 

The cooling water enters through tlu! regulating coc'k ,\, 
passes through the flexible pipe B, and discharges info flu' 
channel of the rim of the wheel through C. The ht'afc'd wafer 
is withdrawn through I). The pipe's (1,1), and Dg are adjusf ed 
by means of the knurled knobs I and 1 cojuu'cted to flu* worms 
and worm-wheels. The flow of both feed and discshargc' wafer 
can be accurately adjusted. By continuously d<‘pr('s.sing flui 
collecting pipe D, the water can be quickly rt'mov<‘d wifhouf 
flooding the engine-room floor. The best position and form 
of the supply pipe depends upon the velocity of flat rotating 
wheel and the contained water; in the case before us tlu' velocit y 
of the innermost layer of water was 2S feet per second ; by 
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<!urviiig I,he i)ip<« 0 to the same curvature as that of the rotating 
n-nier and lilaciiig the jot at about 30 degrees from the bottom 
of tl»e wlu^cl th<( waters blend without splashing. 

d’lu! friction bands are applied on the top half of the wheel, 
and arc loadrid witti a series of weights G, etc. The 50-lb. 
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spondiiig diatance in the tul)e H. lliis prc^vents any over¬ 
straining of the (aninter-spriiig. Any dangcn* that might. aris<^ 
from the weights (} overrunning is prev(‘nte(i by a iaib])iu with 
collar ])assing through the bottoni of the? tray. 

The l)ra.ke dynarnometers of Tliomson, Imray, (hirp(mti<u% 
Reckcnzaun, and R»affard form a small class of nundniu^s, in 
whicli by difhuxvnt constructions the same primhple of auto¬ 
matic government of friction is employed. In ord(U‘ to kee]) 
W 

(whicli equals constant B is made to vary inversely 
as /X. 

The Dvnamomkter of James dhioMSON. 

On tlie shaft driven by an vnguw, or on the shaft, of thc‘ 
engine itself, two pulleys of eciual diaimdcu* are carri(‘<l, om*. 

keyed to the shaft and tfu^ 
other loose on it (Big. 36). The 
fast pulley is the brake wheel, 
wliile tlie function of tlie loose 
|)ulley is to carry a portion of 
tlie brake band, or strap, wliicli 
partly embraces both of the 
pulk^ys. The weights W aiwl 
w are adjusted so as to iialance 
the torque (a word invented 
by the lata I^^rofessor James 
Thomson). Should, however, 
/X increase, then the loose pul¬ 
ley is rotated a little, and its 
movement lesscms thi^ angles f) 
embraced by the band on A 
and thus automatically keeps 
constant. 

' The Dymamometir of J. 
Imeay (Pigs. 37 and 3S), 

The automatic adjust,meat 
in this dynamometer is obtained l>y altering the ar<j oi 
contact of the rubbing surface. The brake pulk^y A is ])artly 
embraced by a succcBsion of wood blocks attached to a, 
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flexible brake strap EOF. This is fixed to a couaterpoised 
sector-shaped frame EODD moving about a line in the axis 
of the shaft B, the radius of its arc being equal to that of 
the brake strap, one end of which hangs vertically and is 
loaded with a weight W ; the other end also hangs vertically 
and is loaded with a less weight P. If the weights be adjusted 
so that the brake absorbs the power required and [x changes 
(decreases, for example), then the load falls a little, and in doing 



Fig. 37. 


so causes the brake strap to bring a larger surface of brake 
block in contact with the pulley, thus restoring equilibrium 
until the next disturbance takes place. The genesis of the 
d 3 mamometer of Imray is so good an example of mechanical 
evolution that I have quoted in full a passage which occurs 
in the discussion which followed a paper by Mr. W. W. Beau¬ 
mont, Institution of Civil Engineers, Vol. XCV., 1888—89, 
Part I., p. 57, due to Mr. Imray, who said :— 

It was many years since the late Mr. William Fronde and he 
investigated, at considerable length, the conditions of the frictional 

G 2 
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hold of belts upon pulleys, and the result was communicated in a 
paper by Mr. Froude to the Institution of Mechanical Engineers (Proc., 
1858, p. 92). The first thing they had to look at was this. At that 
time amongst engineers there was a fallacy prevalent that the larger 
the pulley the greater was the frictional hold of the strap upon it. They 
disposed of that by trying pulleys of all sizes from 5 inches to 5 feet, with 
straps on them loaded with weights, and there was not a shadow of 
difference between them. The diameter of the pulley had nothing to 
do with the frictional hold. They then investigated the question, and 
they thought that they were the first who had come to the formula for 
frictional hold, which was very much like the one given by Prof. Ayrton. 



It appeared from that formula that a change in the number of degrees 
of the arc of contact made a great change in the frictional hold. For 
instance, they found that if one weight was 1 lb. and the other weight 
was 3 lbs., when half the circumference was embraced, then the latter 
would be 9 lbs. when the whole circumference was embraced, when three 
halves 27 lbs., and so on according to the formula. It therefore appeared 
to him that the best way of making a brake automatically adjustable 
was to make it alter for itself the amount of circumference embraced 
by the strap. For that reason he schemed the brake shown in Figs. 37 
and 38, There were two arms, one on each side of the wheel. Those 
arms carried metal straps, by which the large weight was hung ; and to 
the top of those arms at F the brake strap was attached. Whenever the 
weight rose it took a less part of the circumference ; when it descended 
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it took a greater part of the circumference, so that it always cured itself, 
and it kept very steady. He believed that Mr. Froude used it, and to a 
large extent had found it successful.” 

The Dynamometeb of Carpentier (Bulletin Societe des 
Anciens Eleves des Ecoles Nat. des Arts et Metiers, No. 186, 
1880). 

In this machine the automatic adjustment is obtained by 
utilising the same ‘principle, but instead of a band a rope is 
employed, which is held at its mid-point by a hole in a flange 
projecting from the loose wheel. The rope is coiled twice 
round the pulley keyed to the shaft, and twice round the 
loose pulley. This dynamometer proved itself useful in 
finding the power delivered by small dynamos. Carpentier’s 
dynamometer was remodelled and improved by I. Raffard, 
so that larger powers could be dealt with, such as 6 h.p. 
(Bulletin of the society quoted above. No. 212). In this 
machine three equal pulleys are carried on a shaft close 
together. The middle one is fast on the shaft and the two 
external pulleys are loose on it. A balanced bar shaped like 
an E, but without the small middle projection of this letter, 
is free to rock about its ends, which are centred on the axis of 
the shaft, on either side of the three pulleys. Three steel 
bands are attached to that part of the bar which faces the 
pulleys. The central band passes over the fast pulley in a 
contrary-to-clock-hands sense, and is loaded with a weight P. 
The two other bands are carried under the two outer pulleys 
in a clock-hands sense, and are attached to the end of a scale 
beam, so that they are loaded by means of weights suspended 
from the other end of the beam. When the central pulley is 
driven by the motor under trial, contrary-to-clock-hands, the 
arc embraced by the outer bands varies inversely as the friction 
of the central band. Thus compensation for change of friction 
is established, as in the brakes of Imray and Carpentier. The 
pulleys and the bands were partly immersed in a water trough. 
This dynamometer was improved by A. Reckenzaun, so that 
larger powers could be dealt with. 

[Another way of making the effective friction of the belt 
of a brake change according to its position is described in the 
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Electrical World of New York, March 9, 1907, p. 520. This is 
attributed to Scheibe. An ordinary leather belt hangs over 
the brake pulley, with a light weight on the side in contact 
with the downward moving side of the pulley and a heavier 
weight on the other side. The difference of the two weights 
multiplied by the effective diameter is the torque. One half 
of the belt at the end carrying the greater weight is studded 
with copper rivets with their flat heads on the side next the 
pulley. The friction of these is so much less than that of the 
plain leather that the belt automatically takes its place where 
the balance is exact. An example is given showing a ratio of 
change of 1 to 10. Only small weights are contemplated.] 

The Friction Dynamometer of Proxy. 

To Prony must be attributed the earliest method of testing 
the output of a prime-mover by means of a brake acting on a 
driven pulley. The Prony brake in its simplest form con¬ 
sisted of a pair of brake blocks partly embracing a pulley. 
From one of the blocks an arm projected which was loaded 
with a weight. In Fig. 39 a diagrammatic sketch is shown 
of the brake. The required pressure on the pulley was 
obtained by regulating the nuts above the lever arm. Let us 
suppose that a weight of 100 lbs. was suspended from the arm, 
and that its line of action measured horizontally was 6 feet 
from the axis, also that the pulley made 300 revolutions per 
minute ; if there were no sliding of the brake over the pulley 
the weight would be drawn up just as if the rope were coiled on 
a pulley of 6 foot radius, so that the work is equivalent to 
100 lbs. raised at the rate of 27r x 6 x 300 feet per minute, 
and the brake horse-power is equal to 
27r X 6 X 300 X 100 _ 

33,000 ■“ 

I am indebted to the manager of the Engineering Magazine, 
November, 1904, for the figure shown. In this ideal case the 
rope is supposed to have no thickness. For practical purposes 
this brake is usually made with a brake block on the under 
side of the pulley, and a row of small blocks attached to a 
flexible band embracing the upper half-circumference of the 
pulley ; also the weight is suspended from an arc-shaped limb 
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which fortiiH a ]>art of the lever arm. This prevents the value 
of lfu> load changing when the arm is deflected on either side of 
tlui horizontal po.sition. The whole is counterpoised with a 
W(oght which can he adjusted. The capacity of this form of 
dynamometer for measuring power has been assumed to lie 
h(dw(‘en 5 and 200 horse-power. Thurston designed a water- 
eook'd brake dynamometer of the Prony type to absorb 



540 horse-power. The brake wheel was 6 feet in diameter, 
2 fcef. over tlu; face, and ran at 100 revolutions per minute. 
It was embraced by two brake straps lined with wood blocks 
:i inchcis wide. The brake wheel was well lubricated with 
liird and plumbago. Something under 200 horse-power 
appears lo hav<‘. been absorbed by this dynamometer (Journal 
of th(^ Franklin Institution, Vol. XCL, p. 290). The indica¬ 
tions are good when the output of the engine or motor is fairly 
constauf, hut with varying powers the inertia of the arm 
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interferes witli steady running and nniders the indi<-ati(>ns 
difficult to estimate. An (‘.’chaustive note on the oseillatiens 
set up in this form of brake dynamometcT will he found in the 
Proceedings of the Institution of Civil Engims-rs. \'ol. XCV., 
pp. 41—47, by R. E. Froude. Wlu-n insteail of a brake block 
system a ropi^ is employed to produce tlu' ri‘(|uired frichion, a 
mass having a considerable monumt of inert ia is avoided as is it s 
consequmit oscillation and steady readings ar<' easily obtained. 

Tiik P)Kakk Dynamomkthh ok Mk. Coomo (Proecs'ditigs of 
tli<^ Institution of Civil Engineers, Vol. .XC\'.. p. 4!)). 

In this machine the pulley is ahno.st entin'Iy embracted by 
wood brake blocks, attacluHl to a lle.xible brake strap which 
was divided into two parts, each covering about oiu'-thinl of 
the face of the pulley, and leaving an int<-rinediat<‘ space 
between them which was filled liy four cords, whiiai partly 
emhracH'd the fiulley. Regarding the pnlli'V as the face of a 
watch, the cords ww'e attaeheil to the l>ruke straps at X, 
and wen* a tangmit to the pulley at III. The greater of two 
weights was siispmided from a cross lair connecting the two 
braJee straps, and was raised when the pulley revolved in the 
clock-hands sense. The friction of the iirnke straps was 
regulated hy a screw wlueli connected its ends together. A 
smaller -w'eiglit was suspended from the cords (four side hy side) 
hanging from tlie other side of the pulh-y. If by any incnacsi^ 
of friction tlu' greater of the^ two wi-ights was raised, the are 
embraced liy tli<> cords was reduced, and con.se<|uenlly the 
friction. If the friction ilcereascd, then inon- are was covered 
by th<i cords, so thatgcxsl eomjicnsation was tlm result. It was 
suggested that comphde balancing would havi^ been effecti-d 
by liauging a group of tht^ saini* sort of conls from the bottom 
of th(^ two weights after the manner of a festoon. 

1 may notice that this would not he the luise unless the 
hanging ropes were of infinite Imigth. A rope of finite length 
hanging from two weights would approximately form a cate¬ 
nary curve, and the two weights would he drawn together and 
eonseijuently their pulls would not he in vertical lim-s. If the 
lianging ropes passed round a pulley (in a hloek) of cxnetly the 
same itiameter as the brake pulley, then babmeing would 
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exist. In this miwshino the method of compensation is some¬ 
what similar to that employed by James Thomson. The 
details, howevm', dilTer materially from those of Thomson’s 
ma(Jiin<‘. 

1’iiK Fiuctios Brake of Appold and Amos. 

Thi.s hrak(^ was i)ritnarily designed for controlling the rate of 
pay-out of the h’rejieh Atlantic cable before the year 1858. 
'I'iie pulley to be controlled was embraced by a brake band, 
and its emls wen^ attacJusl to two points in the lever shown in 
Fig. 4lt. At tlu‘ <-nd of tlie lever was a short slot A engaging 
with a lixed stud ; if the friction between the band and the 
jiulley iiHU-eased, th(‘ lev(^r was moved 
to the left, and the brake band 
slightly released thereby and the 
friction redina-d. The brake main¬ 
tained a uniform tension orx the 
cable while it was being paid out. 

'rids brak(^ when employed as a dyna¬ 
mometer by ther Royal Agricndtural 
Society for testing engines was some¬ 
what modified. The. driven pulley 
was eml>ra<!(*d by a fle.xible band lined 
with numerous wood brake blocks. 

'I’he loggh’ kiver was placed at the lowest part of the circum- 
f«‘rene.(> of t h<' pullciy, a weight was suspended from a hookpro- 
jisding from tin' brake band in line with a horizontal diameter, 
and by means of a regulating screw the required friction was set 
up. The correct working position of brake band was indicated 
by a ptanter and the nnidings taken when in this position. The 
brake used for l)aying out purposes appears to be excellent, but 
<!onsi(k>rable doubt 1ms been felt as to its correct performance 
as a dynamomeder. The toggle lever introduces conditions 
whi(;h if not (‘iitirely accounted for might cause error. The 
brake is (;erfainly interesting from a historical point of view. 
Experiemee has shown t hat the utmost simplicity must be aimed 
at in (mnnection with the automatic regulation of the friction 
brought into play. 
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The Brake Dynamometer of .Bark, 

In this machine a compensating Icvtt is (Tnph^yt^d, conmnded 
to a flexible band lined with wood brake bIo(d<s, us in lh<‘ Appnld 
brake, bnt in this (lynamomet(*r tlu^ is situated (uitsidc* 

the circle of the pulley, and its (‘xt(‘rnal (*nd is mad<‘ with a 
slot which is large enough to allow of soiiu^ ]day lad W(‘(*n it and 
a fixed pin. To the end of the lev(u% in lin(» with tin* pin. a 
scale pan is suspended. Prom the facu^ of tin* brak(^ strap most 
distant from the lever a weight hangs ; rotation ('ontrary to- 
clock-hands tends to lift this wnight. '‘Tlu^ initial tension of 
the brake strap is regulated by means of a> left and right hand 
screw which connects its ends. Wlnm tln^ nnudiiin^ is working 
the load in the scale-pan is adjusttni so as to I<e(»p tlu» leviu* 
floating, and not touctving the pin wiiicdi passers through tln^ 
slot. Tlie effective moment equals Prj - and tin* Inn’so. 

, . . 1 27rjS[(IV, — nr.d , , , , . . , 

power absorbed equals ~ - 33 oop ”* blocks wdindi lined 

the brake strap were made of bcuHth or planedret* wood. 11 h* 
pulley and blocks were well gr(nis(*.d, and it was found that 
with but little attention a run might hc^ imnh* for a wln>Ic* day. 
The dimensions of one of tliese brakes, uscsl by Mi’SHrs, Hint- 
somes, Sims, and Jefferies, were as follows Diarmdi^r of braki* 
wheel, 6 feet; width, 1 foot, load suspcmchsl from Hat 
spring tapes at a radial distance of J-IHH feet. By im^aiiH of 
a lever at the side of the pulley a countm* c*ould la* tlirown 
into gear. 


A Watee-cooled .Brake Dynamometer (by Messrs. It. 

Garret an<l Bonn). 

In this machine a brake strap lined with beecrhwvocsl hloi^ks 
ernbraciHl the driven wlund. The strap w^as eonipimsatf^d hir 
friction by the Appold lever, and the loading and method of 
tightening are the same as in that brake ; but an importinif 
improvenumt was introduced, namely, a wat(*r ebanm*! in tlie 
rim of the brake wheel. Water was introdue(*d by nu*anH of a 
tube which dil)pe(l into the channel, whieliit left by evaporating. 
The rim of the wheel was thus kept cool and also tho brake 
blocks. 
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[The Gbieein Enginebeing Company’s Beake.] 

[A neat and portable absorption dynamometer constructed 
by the Grif&n Engineering Co., Ltd., of Bath, is described and 
illustrated in Engineering, February, 1912, p. 672, and also in 
Internal Combustion Engineering, January 7, 1914. Lignum 
■vitse shoes may be pressed against the interior conical faces of 



Fig. 41. 


the friction drum by means of a stationary hand-wheel through 
the intervention of mechanism the nature of which is made 
sufficiently clear in the illustrations (Figs. 41 and 42), for which 
I am indebted to the makers. Water is passed through the 
interior to keep it cool. The direction of rotation is such that 
the long arm, which is stayed as shown, tends to hft the weight 
at its end. The force there exerted is measured by the aid of a 
spring balance, and as usual the horse-power is known when 
the speed of rotation, the length of the arm, and the force at 
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itB end are known. A Hocket m provided on llie opposite sidf* 
of the casing to take the arm when it is d(‘.sir(‘d to t<‘st t lie li« 
power of a shaft running in the oppositi^ din‘etion. This 
appears to tlie writer to be a particularly neat ainl c'onvenient 
form of dynamometer, and thoiigli iuelu(i(‘d anmng the* frietifui 
brakes it might equally W(tll have Ixhui deserilasl in the m*xti 
chapter among fluid friction brakes, for it is only wlnm biung 
used at its highest power or at low sp<*<His that solitl frietirm is 
inad(^ use of. For ordinary use at high spinsls th(‘ shot’s are 
removtsl out of contact with the frith ion surfae<\s by means of 

the hand ^ wlieeh and 
“ water attrition alone 
is relied upon for taking 
up tin.* load. It. is on 
tins aeeoinit'.. that this 
(lynaniijm'ita^r is esjito 
cially suit.able for testing 
|.>etrol motors, for tlie 
higher index of fliiic.1 
friction, m exjiiniiieii on 
|>age 22(1, is iiecesHtiry to 
obtiiin Htahility of Kf>et»il 
with t.]iiH tyi'ie of motor. 
'*rhe makers r«?c!oniriii*iicl 
that water should be 
su|)j,>litHl .at tlie rule of 
about five giilloiiH per 
brake. lmr»e-powi*r Iicnir. 
The inlet and outlet water pipes are shown at the hot tom of the 
casing. The distance betwasm thc^ shoes and tin* caasiiig or the 
jiressure, Ixhweim them may be re*gulated by the hambwlusd nml 
the resistance adjusted while the haul is on. I'his dyiiiwiomiher 
is conveni(mt in that the water Hupjily may he taken fnun a 
tank very little above the dyiiamometeV levtd, as no hyiirodatie 
pressure is rccpiired to overcome inti^rnal pnwHures. According 
to t(^sts made in the presence of the reprc^scudalive of the 
journal, Inie/rmd (hmhndion Engineering, on a dyimnnher made 
for the Hong»Kong University, the imlicatioiw of this dymitmo 
nuder are unusually steady as comparisl with those of im 
ordinary friction brake. Four sizes are at presmif ntfide. 
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<iiscs 21 inches in diameter, is suitable for powers 
5 horse-power at 250 revolutions per minute to 
'^Be~power at 3,000 revolutions per minute.] 

CAldeit Absorptiok Dyitamometeu.] 

account of a very large Alden absorption dynamo- 
Le Electrical World (New York) of October 31, 1908, 
also Trans. Amer. Soc. Engineers, Vol. XI. A 
b-iron plate keyed to the shaft runs in a casing which 
. t}lie torque of which is measured. Copper plates 
0 the casing lie one on either side of the cast-iron 
ttor is fed into the casing at any desired pressure and 
amd according to the pressure so the friction between 
: and the iron may be varied. Oil is circulated 
friction surfaces. The power that can be absorbed 
the heat which can pass through the copper plates, 
.e maximum peripheral speed should not exceed 
por minute and the best friction surface is between 
square inches per horse-power,-the large capacity 
qn-ire more than one disc.” The figure shows a 
m-disc brake in the bearings of a pulp grinder and 
uxxiected to the water wheel. It absorbs 3,000 horse 
n operating at a speed of 225 revolutions per minute, 
nxometer is given an automatic control, depending 
^ixlation of the water pressure, by the slight move- 
ho casing.] 

STxcbcolson’s Lathe Tool Dynamometer.] 

Proceedings of the Institution of Mechanical Engi- 
1904, pp. 883—925, there is an interesting and 
paper by Prof. J. T. Nicholson, of the Municipal 
rechnology, Manchester, entitled Experiments with 
‘ool Dynamometer.” Reference is made to the few 
Tvestigations on the same subject. Hastig published 
I^eipzig in 1873. Mr. A. Mallock published in the 
gs of the Royal Society, December, 1881, a paper on 
its which he had made in the engineering workshop 
dge. Prof. R. H. Smith, in his work on Cutting Tools 
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published ia 1882, gave the results of experimeats which he 
had made. 

In the second and more complete lathe tool dynamometer of 
Prof. Nicholson the tool is supported so that it can move about 
both a vertical and a horizontal axis at the back end, being 
supported immediately under its cutting end by means of a 
powerful lever or resting upon a knife edge in the middle, 
while the vertical force due to the cut is transmitted by the 
strut which supports the cutting end of the tool and which 
rests upon a knife edge at one end of the lever. The up 
thrust at the other end of the lever, which is at the back of the 
lathe, is similarly transmitted by a knife edge and strut to a 
diaphragm gauge filled with boiled distilled watcn*. The water 
communicates by a pipe with a Bourdon pressure-gauge. By 
this means the vertical force on the tool can be ascertained, 
and at the same time the movement, even with forces as great 
as 15 tons, is excessively small. A corresponding device 
measured the traversing force needed to make the tool follow 
the feed, and a third measured the radial force necessary to 
keep the tool up to its work. Experiments were made with 
tools of various shapes taking off shavings of mild steel or 
cast iron of different thicknesses and breadths and at different 
speeds. The power required to cut mild steel or cast iron is 
the same and is just over 2 horse-power per pound per minute, 
while provision must be made for a vertical force of about 
100 tons per square inch of section of shaving. In addition 
to this much informatiou of importance as to the tools and 
their durability and the power required with different cutting 
angles and also as to the forces which must be met in the 
design of the lathe was obtained. Other experiments with 
the same object were referred to in the discussion. As there is 
no provision in the scheme of the book for this I have put 
this among the absorption dynamometers, for strictly speaking 
it is one.] 
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Historical, —G. A. Him,* while working on the mechanical 
equivalent of heat, devised a method of finding the heat pro¬ 
duced hy the friction of water, in which he employed con¬ 
centric tubes ; the inner one rotated, while the outer concentric 
one was free to rotate, but in doing so raised known weights. 
This appears to be the prototype of hydraulic dynamometers, 
in which some rotating internal organ imparts motion to an 
outer casing through a liquid connecting medium. The work 
of Him is of such importance and interest that I give here a 
translation of his description of the apparatus. 

Friction of Water,—In studying this I have employed apparatus 
constructed thus. Firstly, a polished brass cylinder 30 centimetres 
diameter and 100 centimetres long, mounted on an axis connected to a 
motor having a very regular rate of rotation, and capable of a variation 
of speed between 60 and 600 revolutions per minute. Secondly, a fixed 
(external) cylinder, polished inside, placed concentric with the former 
internal one and distant from it by 3 centimetres. Discs furnished 
with stuffing-boxes, through which the axis of the internal cylinder 
passed, formed the ends of this external cylinder. The whole space 
between the two cylinders could be filled with any liquid, which was 
prevented from leaking out by the stuffing-boxes. 

When the internal cylinder rotated in either direction, the friction 

* “Th6orie dela Chaleur,” 2nd ed., 1865, p. 65, and 3rd ed., 1875, 

p. 92. 
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cj^nce to the steady motion of a ship. Usually the motion 
between a liquid and a solid is complicated. The simplest 
motion is in parallel layers. We may imagine two infinite 
parallel boundaries with the fluid between them, one at rest 
and the other mo^^ing with a uniform V, and that the fluid 
adluu'oB to each boundary. Let the distance between the two 
adjacent surfaces be ?>, then the tangential force per unit area 

required to keep up motion is /x is the coefficient of vis¬ 
cosity. Theoretically /x should be constant, if the motion is in 
truly plane layers. Since an experiment with infinite surfaces 
is impossible, the condition required was approached by 
employing the apparatus shown 
in the figure ('Fig. 43). FF is 
a hollow cylinder so supported 
that it cannot move sideways. 

Re\sistance to rotation is op- 
pos(^d by a torsion wire A, by 
means of which it is suspended. 

Ttiis cylinder dips into an 
annular Bpace between two 
surfaces filled with liquid and 
wetting all the surfaces. When 
tlui vessel EDDE is rotated 
about its axis the liquid moving 
past the cylinder F tends 
to rotate it. The torsion wire A resists this torque due 
to friction, and tlu^ value of the twist of the wire shown 
on a sc.ale betmnu.ss a measure of the viscosity of any liquids 
whi(jh may l)e experimented on. The apparatus of Pro- 
f(*ssor PenTy was dcsigm^d and partly constructed in Japan 
in 1876. An important paper by him will be found in 
th(^ I,^roce(‘dings of the Physical Society, London, Vol. XII., 
]>]). 236 —255. The following facts were ascertained. At 

constant temperature, below a certain critical speed, experi- 
m<^nt showed that friction was proportional to velocity ; so 
that /X could be found. The law changed at the critical 
and above it friction was seen to be proportional 
to a higher ])owcr of the speed than unity, g was found 
to d(Kjreasc rapidly with increase of temperature. For inf or- 
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mation on critical speed, see Idiilosopiiical Trausactions ot 
the Royal Society, Part III., 188.‘}, Osbonu* Reynolds. 
E.R.S. It would be foreign to my subjt'Ct to give, exhaus¬ 
tive references to researches on friction due. to fiiiids in 
motion. I have introduced this interesting e.xfx^rinuuit, 
since by its means the properties of the kind of fri(itiou 
generated in the apparatus of the typo of that emi»loyed by 
Him were determined. 

In 1876 0. Reynolds, while exi)eriinenting on a multipk' 
steam turbine at speeds of 12,000 revolutions per minute, 
employed a water brake, or, in his words, “ having a c<‘utri- 
fugal pump suspended on the shaft an<l working into itself, 
the head against which the centrifugal pump was working 
being regulated by a valve situated in th(‘, e.xtt'rnal circuit ot 
the water. An account of this apparatus was given before^ this 
Mechanical Section of the British Association in 1887. It was 
at this meeting that the paper on the water brake of William 
Proudo was also given. In both machiiu'S tin* n'sistancc! to 
turning was regulated by adjustable sluices arraug<'d to cut ofT 
the passage of the liquid within the casing. Reynolds nunarks 
that “ Mr. Froude invented an internal arrangeunent which 
affords a resistance out of all comparison with any otlufr form.” 

For the exact details of O. Reynolds’ hydraulic dynamo¬ 
meter “Scientific Papers of O. Reynolds, F.R.S.,” Vol. II., 
pp. 363—359, should be consulted. I give a rather detailed 
account of the remarkable water brake of William Froude, and 
a description of the modern form of the brake desigiuxl and 
made by Messrs. Hcenan and Froude, which has Ixxn su(!C<*sh- 
fully employed in testing engines of considerable horse- ijowct, 
in some case® reaching 2,000 B.H.P. 

The Tuebine Dynamometbe of FiiminE. 

In July, 1877, a very remarkable paper was n‘ad btdbre tlu; 
Institution of Mechanical Engineers at their meeting at Bristol, 
the title of the paper being “On a new Dynamoimdcsr for 
Measuring the Power delivered to the Berows of Larg(i Ships,” 
by Mr. William Froude, F.R.S. The original paper should h<i 
carefully road to appreciate the geuiius of William h'roiuho In 
hydrodynamics it stands out as a monument to mathematifcil 
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cWjunieti and its practical application. The following abstract 
will perhaps be of use to those who are unable to obtain the 
original paper.* 

Ji or the measurement of fairly small powers the friction- 
brake dynamometer is effective and simple, but serious diffi¬ 
culties arise when, the horse-power to be absorbed is o-reat and 
of the order of thousands instead of tens of horse-power. In 
the case of a friction-brake work-measuring machine the engine 
in delivering its power will be virtually winding up a weight 
out of a well of indefinite depth ; but the weight, instead of 
being constant, will vary with the speed of rotation, just as 
the resistance of a propeller does ; and so the work done by 
the engine tested will more closely resemble its natural work, 
and the same circumstance renders necessary some method of 
recording the changes of resistance occurring during the trial. 
Instead of the continuous friction due to two surfaces in con¬ 
tact, it will be seen that the total reaction will be due to the 
impact of fluid streams maintained in a state of intensified 
speed by means of a sort of turbine rotating within a casing 
full of water ; the turbine and the casing are mounted on the 
screw shaft in place of the screw, and while the turbine rotates 
the casing is held stationary by means of a lever pressing 
against a spring. 

“ The jets arc alternately dashed forward from projections in the 
turbine against counter-projections in the interior of the casing, tending 
to impre.ss forward rotation upon the casing, and are in turn dashed 
back from the projections in the casing against those of the turbine, 
tending to resist the turbine’s rotation. The important point is, that 
the spe<!d of the jets is intensified by the reactions to which they are 
thus alternately 8ul)jected; and thus in virtue of this circumstance a 
total reaction of very great magnitude is maintained within a casing of 
comparatively very limited dimensions.” 

The construction of the apparatus is shown in Figs. 44—51. 
In Fig. 47, A is the screw end of the screw-shaft, BB the section 
of “ the turbine,” which consists of a disc with a central boss, 
k(\yed to the screw-shaft. The disc is shaped into a channel of 
semioval section extending round the whole circumference. A 

^ T am iudobted to tho Institution of Mechanical Engineers for their kind per- 
miHHiou to reproduce parts and figures from the paper mentioned. 
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disc. The semioval channels nearly touch, and in effect form 
one complete oval channel, though the halves are separated 
by an imaginary plane of division. The boss of the casing is 
an easy fit over that of the turbine ; thus the turbine carried 
by the shaft can revolve within the casing without touching 
it, while the casing itself is stationary ; and one half of the oval 
channel is rotating w^hile the other half is at rest. The two 
half-channels are not unobstructed, but they are each cut 
across by a series of diaphragms, as shown in Eig. 49, in which 
a single diaphragm is drawn. The diaphragms are semicircular 
in outline, so that when set obliq^uely their circular edges are in 
contact with the bottom of the channel and their diameters 
span the major axis of the oval. 

One of the diaphragms is shown in Fig. 50 end on. Each 
half-channel has twelve of these diaphragms, dividing it into 
a series of cells, two half-cells together making one complete 
cell with circular outline. The oval channel may be regarded 
as a series of obliquely placed circular cells. 

‘‘ As the function of the turbine is to rotate while the casing remains 
at rest, one half of each cell is moving past the other half in such a 
manner that the moving half, if viewed from its stationary counterpart, 
would by reason of the oblique direction of the diaphragms which form 
the cell sides appear to be advancing antagonistically towards it; 
indeed, the motion virtually constitutes such an advance, because the 
bottom of each moving half-cell is continuously growing nearer to the 
bottom of the stationary half-cell which it faces. 

“ The effectiveness of this combination to resist rotation will be seen 
to depend essentially on the g^was^-antagonistic virtual approach of the 
moving to the stationary half-cells. The channel and casing is filled 
with w4ter. When the turbine rotates, the water in each of its half-cells 
is urged outwards by centrifugal force; and subject to this impulse it 
forces inwards the water in the half-cells of the stationary casing, and 
so a continuous current is established—outwards in the half-cells of the 
turbine, inwards in the cells of the casing. 

“ The current originated by centrifugal force only, when once started 
possesses a power of growth independent of centrifugal force, but depen¬ 
dent on what has been called the virtually antagonistic motion of the 
two sets of diaphragms, and the cells of which they are the boundaries. 
The nature of this power of current-growth is discussed in an appendix. 
It was found that, with any given speed of the turbine, the system of 
internal motions gives rise to a speed-producing power called ‘ potential,’ 
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which will continuously. increase the speed of the currents up to the 
point at which the friction experienced by them when traversing the 
cells produces a resistance which equals the potential. The frictional 
resistance and also the potential are both proportional to the speed of 
the turbine, so that the speed of current is directly proportional to the 
speed of the turbine simply. It is not difficult to trace the manner in 
which the established currents produce the dynamometric reaction. 
The result is not afiected by the slight departure from truly cylindrical 
form of the cells. Each of the circular discs of water will constitute a 
sort of vortex. The mode in which reaction takes place is clearly 
described thus.’’ 

Now each vortex in virtue of the centrifugal force, which is 
continually tending to stretch it edgeways, pushes against its 
circumferential boundaries ; and as these boundaries are in 
fact made up of the bottoms or circular outlines of the two 
half-cells occupied by the vortex (the one in the stationary 
casing and the other in the rotating turbine), the resultant 
force, measured in the plane of rotation of the turbine, is 
constantly tending with a determinate force to^ stop the 
rotation of the turbine and create rotation in the casing. 

The magnitude of this force may be expressed as due to the 
reversal of the sum of the momenta of the vortex streams, 
measured in the plane of rotation of the turbine j since streams 
when entering a cell are flowing in one direction, and in the 
opposite direction with the same velocity when leaving it, and 
the force due to this reversal is directly proportional to the 
momentum reversed per second, this equals the product of the 
mass acted on per second and the change of speed imparted to 
it in the plane of rotation of the turbine ; also the mass acted 
on per second varies as the mean speed of the vortex current, 
and this depends on the speed of the turbine : thus the tendency 
of the vortex to resist the rotation of the turbine and to rotate 
the casing is as the square of the speed of the turbine. Even if 
the turbine were suddenly stopped, the vortical rotation 
would continue until extinguished by friction. 

There is yet another element of reaction existing only when 
the turbine is rotating. It is due to the fact that the hoop¬ 
shaped streams of the vortex stream is constantly sheared by 
the passage of the planes of the diaphragms of the turbine and 
also of the casing. The effective stream-speed is not changed 
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by this, since owing to tlie inconipn^ssihility of watio- (“aoh 
imaginary pipe must everywhere be traversed at tiie sanui 
speed ; but, from the action, tbe partioh^s which form <‘a(!h 
stream at the points of shearing must be ,sul)jecte<l to alftirnate 
changes of speed in tbe plane of rotation of the turt)in(‘. In 
passing from the stationary casing to the turl)in(i ccOls, tlu'y 
assume the speed of the turbine in its plane of rotat ion and thus 
react on the diaphragms of the turbine with a d(dinit(i f<n-(!<y 
proportional to the amount of momentum ptsr srsiond impart.e^rl 
to them as they pass. Again, in passing from tlu* lurbint^ tadls 
to the cells of the casing, they lose that sjxhhI in tlm jd.uu^ of 
rotation of the tTirbine, and so act oti tln^ (H'IIs of tlie casing, 
tending to push them forward with a forcii (-(lual to that, 
reaction which tended to stop the rotation of t lui tur))ine (sdls, 
the same mass being acted on each second in (sich instances, 
and as tlie same speed is in one case a<ld<id and in thc^ 
other deducted, tlie force is the same. Again we se<( that 
the reaction varies as the square of the spcssl of rotation 
of the turbine, since tlie momentum generated p<»r second, 
causing the reaction, varies as the product of the mass 
operated on per second and the speed impartrsl to it; the 
speed is that of the turbine, and the mass ojKirahsl on varies 
as the speed of “ vortical rotation,” which is as tlu! sliced of 
the turbine. 

The conclusion arrived at from the theory of tlie turbine 
dynamometer by Froudo was that “ their resptKdive moments 
of reaction, with the same speed of rotation in eacdi, should h<^ 
as the fifth powers of their respective dimensions.” Experi¬ 
ment showed that this deduction was true. Two similar wat er 
dynamometers were made, in Which the diameters of the 
, . / 12 \5 . 


turbines were 12 and 9*1 inches and 


(«)•“ 


4, so that at a 


given speed of rotation of the turbines the ratio of the monumtH 
of the two machines should be 4. The ratio luriutd out. t o bo 
3-86. The small difference is attrilmted to the fact that in tlio 
larger of the machines the internal friction was rather U^s.s in 
proportion than that in the smaller one. 

The analysis and tlie final deduction enable th(^ (uigiiieer to 
design a turbine dynamometer to deal with horse-jiower of largti 
value. The dynamical principles of the machine are clearly 
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set forth on pp. 252—260 of the Proceedings of the Institution 
of Mechanical Engineers, July, 1877. I have introduced this 
perhaps rather intricate description of the Fronde turbine 
dynamometer, as at the present time (1910) a dynamometer 
designed on the Fronde principle by Messrs. Heenan and Froude 
has been employed to '' brake,’’ a steam engine of 1,500 brake 
horse-power, built by Messrs. Browett Lindley & Co. The 
dynamometer was capable of absorbing 2,000 brake horse¬ 
power at 250 revolutions per minute. 

The paper by Froude terminates with an illustration of 
the way in which the acceleration of the water stream is pro¬ 
duced, and also by an illustration of the same principle by 
the late Sir Frederick BramwelL The statement that for 
two strictly similar but differently dimensioned instruments, 
the respective ‘ moments of reaction ’ with the same speed of 
rotation in each would be as the fifth power of their respective 
dimensions ” is arrived at thus :— 

Let two dynamometers, A and B, be compared, the diameter 
of A being double that of B, the revolutions per minute of 
both the same, the linear velocity in A would be double that 
of B, and from this cause the resistance would be as the sq[uare. 
In A the area acted on would be four times as great as that 
of B, or as the sq[uare of the increase in dimensions ; thus we 
should have four times the resistance acting on four times the 
area in A, and therefore the effective resistance is proportional 
to the fourth power of the increase of dimensions. Also the 
resistance would be opposed at the end of an arm of double 
the radius ; so that finally the power-absorbing capacity of the 
dynamometer would be proportional to the fifth power of its 
linear dimensions. 

The operation of making a test with the machine is carried out 
thus. The boss of the turbine is bored out to a diameter larger 
than any shaft to which it will have to be applied and fixed 
to the shaft of the engine to be tested by means of an “ adapter ” 
which fits both the shaft and the boss of the turbine. The 
turbine so mounted will run true on the engine or propeller 
shaft. In the case of testing the engines of a ship the machine 
is attached to the shaft when the ship is in dry dock, 
and the casing connected to a supply of water which flows 
through the machine slowly and keeps down its tempera- 








lOB 


DYNAMOMETERS 


ture. By attaching a lever to the casing so that the ratio of 
the pressure at its outer end is as 1 to 10 a convenient 
pressure at the end of the lever can be dealt with ; the force 
at the end of the lever acts on a horizontal flat steel spring 
supported at its ends, such that its maximum deflection is 
about IJ inches. 

Experiments extending over many years have shown that 
for large loads the flat steel spring is greatly superior in 
constancy of action to the spiral spring, but recently spiral 
springs of excellent quality have been produced by a new 
process for purposes of weighing. But to return to Eroude’s 
paper : the movement of the end of the lever is communicated 
to a bell-crank lever, to the vertical arm of which a long con¬ 
necting-rod is attached ; to this is fixed a recording pen, 
which moves freely along a sheet of continuous paper which 
derives its onward motion from the engine shaft. Also a 
stationary pen traces a zero line, such as the lever pen would 
trace when at no load. The area of the diagram is the product 
of the moment on the casing and the speed of the shaft, 
or the worh delivered by the shaft. The lever is also 
connected, if desired, to an integrating apparatus of the 
Ashton and Storey type. My own experience has led me 
to use, whenever possible, the diagram method of recording 
work, since the diagram shows not only the total work done 
between fixed limits, but it shows how the worh is developed 
at each instant. 

Either record by the addition of a time trace (usually made 
by a pen controlled by a clock) can be converted from a record 
of worh to that pi horse-'power. In the machine described the 
excellent method of carrying the recording apparatus on points 
immediately over the supports of the ends of the spring ensure 
it against any external movements. A perfect trace is thus 
obtained, the ordinates of which are strictly proportional 
to the deflection of the spring, apart from any deflection of the 
frame by which it is carried. While the records are being 
made by the apparatus series of indicator diagrams taken from 
the engine give the indicated horse-power, and these when 
compared with the diagrams of brake horse-power show the 
amount of power expended between the cylinders and the end 
of the shaft. This difference or waste of power would exist 
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when the engines were propelling the ship, with the exception 
of friction due to thrust and a difference of friction on the 
bearings due to the propeller compared with that produced 
by the weight of the water dynamometer. Both of these 
items can be corrected by calculation. 

The extinction of, say, 2,000 horse-power is accompanied 
by the heating of the water in the casing, and it has been 
shown by the author of the paper that the temperature 
would be kept below the boiling point of water if in each 
minute 8 cubic feet of cold water replaced the same amount 
of hot water in the casing ; this passage of the water would 
in no way interfere with the dynamometric action of the 
apparatus. 

It is almost necessary, even at the present date, to state 
in detail the great advantages which may be derived from 
the exact dynamometric tests of all classes of engines and 
prime-movers. There is a certain rather large and unknown 
quantity of power expended in friction which with the results 
of compression and release are very difficult to estimate 
by any method other than the dynamometric one. William 
Eroude incorporates in the quotation I give here the real and 
important function of the test to be considered in this book. 
When discussing the difficulties which arise in three cases 
connected with ship propulsion, he writes :— 

‘‘ (1) The speed attained by a given ship, driven by a given indi¬ 
cated horse-power, fails to measure discriminatively the merits of 
the ship. 

“ (2) No means exist of ascertaining which type of engine delivers 
the largest proportion of the power that it indicates. 

‘‘ (3) No test exists by which it is possible to measure concisely 
the specific constructional merit of this or that engine, or to determine 
the relative constructional merit of the engines supplied by different 
firms. 

‘‘ The dynamometric test would remove at once each of these diffi¬ 
culties by substituting a final and real test for a collateral, and to a large 
extent delusive, one. For to rely exclusively on the test furnished by 
the indicator is almost equivalent to testing the power of a horse solely by 
the quantity of food he consumes and digests, or the efficiency of a 
boiler solely by the quantity of coal per hour it will legitimately con¬ 
sume on its fire-bars.’’ 
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The following explanation (which has been slightly abbre¬ 
viated) was given of the way in which current-growth was 
generated in the cells of the machine. Imagine (Fig. 51) a jet 
of water issuing at A with a velocity of 10 feet per second, to be 
caught by a fixed curved tube BO of the same diameter as A 
bent to a semicircle ; the water would enter B at 10 feet per 
second and also leave B at the same velocity, and in passing 
round the bend from its centrifugal force would set up a pressure 
tending to move the bent tube away from the jet. Next 
imagine the bent tube to move as shown by the arrow D at the 
rate of 1 foot per second ; then the water would be entering B at 
11 feet per second relatively to the bend, and would leave the 
bend at this velocity relatively to the bond, but at 12 feet per 
second with respect to any fixed point; so that the forward 
motion of the bend at 1 foot per second would accelerate the 
flow at C by 2 feet per second. Now if the water leaving 0 
entered a fixed semicircular bend, it would travel through this 
bend at 12 feet per second, and it might be again accelerated by 
passing through a second moving bend ; and so on ad infinitum, 
that is, if it met with no resistances due to friction of any kind. 
In this illustration we may regard the moving bend to represent 
a half-cell of the turbine approaching a half-cell in the casing, 
so that as the water was discharged from the cells of the casing 
into those of the turbine it was subject to a constantly-in¬ 
creasing acceleration, which is only balanced by resistance due 
to friction in the cells equal to the speed-producing power. 
The force resisting the rotation of tlie turbine equalled the 
resultant, in the plane of rotation, of the centrifugal force due 
to the current as it traversed the curved contour of the turbine’s 
cells ; this equalled the force exerted on the cells of the casing 
in an opposite direction. 

The Eeoude Water Brake Dynamombtee (by Me-ssrs. 

Heenan and Froude, Manchester : Figs. 52 and 53). 

The principle involved in the action of this dynamometer has 
already been described. It will be remembered that vortex 
motion is established in each cell of a turbine of peculiar con¬ 
struction and maintained by its rotation. Since the heat 
produced by the work done on the water is considerable, cold 
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water has to be introduced, but in such a manner as not to 
disturb the vortex motion. To effect this water is adrnitted 
through the fixed vanes of the turbine to points situated in the 
centre of the vortices, where both the pressure and the velocity 













no 


DYNAMOMETERS 


are low. The lodgment of air is prevented by the water being 
introduced at a pressure of between 15 lbs. and 20 lbs. per square 
inch. The supply of cold water comes from a channel behind 
each set of the fixed vanes, and the hot water escapes into the 
outer part of the casing, leaving it by an outlet pipe placed at 
the highest point to enable air or steam to get away easily. 
The balance of the casing is not affected by the external con¬ 
necting tubes, since they are flexible. The ability of the 
djniamometer to absorb power depends on the surfaces of the 



cells being as smooth as possible, so that the velocities of the 
water within the cells may be the greatest. In order that the 
power-absorbmg quality of the machine may be under control, 
a thin metal shield can be interposed between the faces of the 
turbine and the casing so as to reduce the vortical action. By 
this means the power may be reduced to about one-fourteenth 
part of the maximum power; and in modem machines the 
power may be reduced to about one-fortieth of the maximum 
at any particular speed. The weight of the casing is not carried 
by the shaft, but by antifriction rollers, which can be adjusted 
so as to bring the turbine shaft into exact adjustment with the 
shaft of the engine to be tested. The casing is furnished with 
a lever weighted at its end with a weight greater than that which 
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is actually required, the portion of the weight not lifted by the 
brake through the lever being supported by a small weighing 
machine known as the Denison balance. The total load or 
effective weight on the lever equals the lever weight less the 

load indicated by the balance above the lever. Example :_ 

Let the effective weight = W lbs. ; the radius of the lever = 
5 feet 3 inches ; revolutions per minute = N. The circum¬ 
ference of the circle of which 5 feet 3 inches is the radius is 
33 feet, so that 

■onrr td Wx33xN WN 

Bmke Horse Power = - Ijjj • 

It will be noticed that by making the radius of such a length 
that 27Tr == 33, the equation is made very simple and the pro¬ 
duct W X N has only to be divided by 1,000 to obtain brake 
horse-power. 

To set up the machine the turbine shaft is brought into line 
with the engine and coupled to it. Water is then turned on 
to the inlet pipe, air escaping from the outlet one. When the 
machine is in full action, the inlet valve is opened full, and the 
flow of water is regulated by the outlet valve, so as to keep up 
a certain amount of pressure in the casing. The water is 
retained in the casing by glands, the packing of which is in 
contact with the main shaft. Since the reaction against 
friction is in the same direction as that due to the water in the 
casing, no error is introduced by their employment. The 
quantity of water required to keep down the temperature is 
given by the formula 

p B.H.P. X 33,000 
^ "" 778 (Tg — Ti) X 10* 

Where G is water in gallons per minute ; 

Ti inlet temperature in degrees Fahrenheit; 

Tg outlet temperature. 

This dynamometer possesses these qualities—^namely, it can be 
applied to high-speed engines or motors, it absorbs very great 
power, while it can be regulated for any power within its range 
without the adjustment of weights. 


The Peter Brotherhood Fluid FRiCTioisr Dynamometer. 

A hollow chamber,* consisting of a shallow cylinder of which 
the diameter may be about twenty-two times the depth, is 
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carried on hollow trunnions ; these rest on antifriction rollers, 
carried by pillars on each side of the cylinder, which is called 
the casing (Fig. 54). Perforated annular plates are fixed to 
the casing, and between each pair a disc rotates, the discs being 
attached to a shaft which passes through the trunnions. The 
discs are close to the plates fixed to the casing, but do not touch 
them. When the discs are rotated frictional resistance is set 
up, which tends to rotate the casing. This resistance is 



Fig. 54. 


balanced by the moment of a force due to a spring balance, 
attached to a lever projecting from the casing. The energy 
imparted to the shaft and its discs is transformed into heat by 
the fluid friction, which heats the fluid. For a long test enough 
cold water must be supplied to the casing to keep the tempera¬ 
ture down to a convenient limit. The load on the motor at 
any required speed is adjusted by varying the quantity of 
water in the casing ; and any desired quantity of water may be 
retained, and consequently any load may be steadily main¬ 
tained, although water flows continuously through the casing. ^ 
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The invention, of the air brake is due to Messrs. W. G. 
Walker & Co. It was patented by Mr. Walker on February 4, 



1904, and numbered 2,743. In this form of ergometer energy 
is absorbed by means of rotating vanes, which set air in 
motion (Fig. 55). 

Two rectangular vanes are fixed on two radial arms, which 
are easily clamped on to the axle of the motor to be tested. 
Three different sized vanes are supplied with each ergometer. 
In order to make a test of a motor the ergometer is clamped on 
to the axle of the motor and the vanes are adjusted to such 

I). I 
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a radial position that the motor runs at the required speed 
when under load. When the speed is known and the position 
and size of the vanes, the horse-power can he obtained from 
the cahhrated results supplied with the ergometer. 

[There is an illustrated account of a Walker dynamometer 
of extra large size in the Engineer, March 24th, 1911, p. 297. 
With this the power absorbed at 450 revolutions per minute 
with the plates in their extreme inward position is 65 horse 
pow'er, while for the same speed at the extreme outward 
position it is 200 horse power. As the power absorbed varies 
as the cube of the speed, this machine at 1,000 revolutions 
per minute would absorb over 2,000 horse-power.] 

[Col. Renard made for some years experiments with an air 
brake, which he called Moulinet dynamometrique, for the 
purpose of absorbing and measuring the power of high-speed 
engines and electric motors. An account of his experiments 
is given in the Gomftes Bendus de VAcademic des Sciences for 
May 2, 1904, and these are referred to at length in the work 
Dernier Evolution du Moteur a Gaz,’’ by Prof. Aim6 Witz, 
published by Louis Geisler, 1, Rue de Med6cis, Paris, 1910. 
He employed a rectangular bar of ash which he could clamp 
crossways to the end of the shaft of the motor. The bar was 
divided from the middle both ways, and a pair of square alumi¬ 
nium plates were employed which could be secured to the bar 
in pairs at corresponding positions on either side of the axis. 
The plates were fixed so that the inner and outer edges of each 
were parallel to the axis of rotation and the plates were flat 
against the bar. He employed air brakes of different sizes 
according to the power required, and he established experi¬ 
mentally the following laws. With any particular combina¬ 
tion of bar and plates the resistance was accurately proportional 
to the square of the speed of rotation or the horse-power was 
proportional to the cube of this speed and also to the density 
of the air. For air brakes similar in form but of different 
dimensions the horse-power absorbed at any speed of rotation 
was proportional to the fifth powder of the linear dimensions. 
With different positions of the plates on the bars the constant 
is determined by experiment. The author speaks of the great 
convenience of this form of brake and of the very large range 
of power which can be obtained with brakes of very moderate 
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dimensions. He draws a very rigid limit for the speed, which 
must on no account be exceeded on account of the risk of 
accident.] 

[An important investigation on the air brake has been 
made by Prof. W. Morgan and Mr. E. B. Wood, and a paper 
on the subject was read by them in June, 1913, before the 
Society of Automobile Engineers of New York. This is 
printed in the Proceedings of that society and a reprint will 
be found in the Proceedings of the Institution of Automobile 
Engineers (London) of 1914. The authors set out to investigate 
the laws governing the action of the air brake experimentally. 
For this purpose they employed a four-cylinder petrol engine 
to drive the brake, and in order to measure the power 
absorbed they mounted the engine and petrol tank like the 
motor of a cradle dynamometer, so that it could turn about the 
same axis as its own crank-shaft, being carried on large ball 
bearings for this purpose, and all balanced so as to be stable. 
The torque experienced by the balanced engine was measured 
as usual by means of a dead weight carried by an arm. The 
horse-power required to drive the fan at speeds varying in 
the ratio of over 2 to 1 or at powers of about 12 to 1 showed 
that the horse-power is accurately proportional to the cube 
of the speed, and this was found to be true with many sizes of 
plates at a number of different positions. 

An investigation of a rational formula for the resistance, 
depending on the size and position of the plates, is given, 
but these do not lead to results which can be relied upon as 
the cube law of resistance may be, and a tabulated constant 
is in practice necessary. A very important part of the experi¬ 
mental investigation relates to the disturbing effect of walls or 
screens near the fan. A number of rings which together consti¬ 
tute a disc could be separately or together fixed near to and 
parallel to the plane of rotation of the fan on one side only. 
These reduced the power absorbed, so that the power calculated 
by the formula suited to a fan in free space was higher than 
the actual power by amounts varying from 5 to 21 per cent., 
according to the number of rings. 

As screens were gradually built up close to and round the fan 
the excess of the calculated result became more and more, until 
when a rectangular box was built round the fan but open at the 

I2 
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top the formula based upon, free access of air gave a result 
194 per ceut. too high, or nearly three times the correct amount. 
These show the great importance of allowing the fan to rotate 
in a clear space so that the air may circulate freely. 

Tests were made with the barometer at different levels, but 
the range was very inadequate for this purpose, being only 
from 29-9 to 30-7 in. Within this range, however, consistent 
results were obtained, from which the variation of resistance 
was found to be twice as great as the variation of pressure, and 
hence of the density of the air. This would correspond with a 
law maldng the resistance proportional to the square of the 
density for which there is no theoretical justification, and it is 
inconsistent with the experience of Col. Renard. I do not 
think, therefore, that the evidence for such a law is sufficient, 
and where the air brake is used in circumstances leading to a 
considerable departure of the density of the air from that 
obtained under normal conditions, as at high altitudes, where 
the barometer is always low, or where a low barometer and a 
high temperature or the converse cause the density to be 
abnormal, a correction should be made depending on the new' 
density. The following table may be useful for this purpose : 


Table showing the number by which the power calculated 
from the constant of the air brake should be multiplied for 
different temperatures and pressures. 


Barometer 

(Inches, 

Mercury). 

Temperature (Falirenlieit). 


0 

20 

40 

60 

80 . 

100 

120 

25 

1*060 

M07 

1*154 

1-200 

1*246 

1-293 

1-340 

26 

1*020 

1-066 

1*111 

1-154 

1*198 

1-242 

1-288 

27 

*983 

1-026 

1*069 

1-112 

1*154 

1-197 

1-240 

28 

•947 

-989 

1*031 

1-072 

1*113 

1-154 

M96 

29 

•914 

-955 

•995 

1-035 

1*075 

1-115 

1-155 

1-116 

30 

•884 

-923 

•962 

1-000 

1*038 

1-077 

31 

•856 

-894 

*931 

-968 

1*005 

1-042 

1-080 

32 

•829 

-866 

•902 

-938 

•974 

1-010 

1-046 


Taking the density of air as 1 when the barometer is at 30 
inches and the thermometer at 60° Fahrenheit, the reciprocal of 
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the density at other temperatures and pressures are tabulated. 
These figures will show to what extent the power calculated 
from the cube of the speed and the constant is in error. This 
calculated power should be corrected by multiplying it by the 
number in the table to obtain the true power, i.e., if the standard 
conditions are those on which the constant of the air brake is 
based.] 

[White and Poppb Aib Brake and Formula.] 

[In the Automobile Engineer for August, 1910, page 68, there 
is an article describing the White and Poppe testing systems. 


t 

a 

1 

Fig. 66. 

These engineers used the fan brake with square plates fixed 
with their centres at a distance r centimetres from the axis 
and with their outer edges r + a/2 = R centimetres from the 
axis as represented in Fig. 56, and, causing it to make N 
revolutions per minute, found as the result of experience that 
the horse-power could be obtained from the following 
equation :— 

a^- X X 

•Horse-power = 4 ^ 010 ,000,000,000,000' 

They do not give this as a theoretically correct formula but 
one which for practical purposes is useful. As no allowance is 
made for the bar to which the plates are fastened, and as it 
clearly caimot apply accurately to plates of absurd dimensions, 
the reader must not attach too much importance to the formula 
or employ it with plates and radius bars of imusual proportions. 
As within its limits this seems to be a useful expression, I have 
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calculated and expressed on the accompanying logarithmic 
chart (Eig. 57) the horse-powers for a number of sizes of plates 
all set with their middle points at 55 centimetres from the axis. 
Each size of plate is represented by one of the eleven parallel 



Mevolutions per Minute 


Fig. 57* 


straight lines. Where these intersect the vertical or horizontal 
lines of the chart the horse-power and number of revolutions 
per minute, represented by the points of intersection on the 
vertical and horizontal scales respectively, ar(» those that, 
according to the formula, should be absorbed by the particular 
plate. Eor instance, at 1,000 revolutions per minute the plate 
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centimetres square with its centre 55 centimetres from the 
is should with the arm absorb 27-4 horse-power. As I have 
bted on page 26, the tangent of the angle which a line on the 
^arithmic chart must make with the horizontal to indicate 
e law 2 / = a;” is simply to ; % in this case is 3. As, however, I 
,ve used a horizontal scale four times as great as the vertical 
Btle, so that the useful range shall be contained in a chart of 
nvenient size, the tangent of the angle is changed to There 
a line sloping the other way (not quite straight, as the 
sistance does not, according to the formula, follow a law 
lich is any exact power of the size of the plate), which I have 
lied a scale hne, * the purpose of which is this. If the horse 
)V 7 er corresponding to a square plate of any other dimensions 
.an those for which lines are ruled should be required, it is 
erely necessary to follow along the scale line until it intersects 
horizontal line the numerical value of which is that of the side 
: the new plate. At the point of intersection draw a line 
j,rallel to the lines corresponding to the other plates, and this 
ae will give the corresponding values for the new plate without 
ay calculation. For instance, it cuts the sloping 10 line at 10, 

2 line at 12, and so on. 

The single line, drawn at a steeper angle than the others, is 
lade to slope at an angle whose tangent is It therefore 
wiicates a fifth power law, and it may be used to find the scale 
E magnification of an air brake necessary to increase the 
esistance to motion for all ratios up to 1 to 10| or 10 to 105. 

If, then, the scale on which any actual airbrake is constructed 
© called 1,000, then, following this line, it will be seen that as 
h.e scale is increased as indicated on the horizontal row of 
.gures to 1,600 the resistance will increase in the ratio of 10 to 
05 as read on the vertical row of figures, or a tenfold increase 
if resistance may be obtained by increasing the dimensions in 
he ratio 1,000 to 1,585, i.e., so as to be very little more than 
lalf as big again in every dimension. As the fifth-power law 
s a true law, and is in no way dependent upon the empirical 
equation of White and Poppe, this line, or any line parallel to 
b, may be used with confidence.] 

[The simplicity of the air brake and its law of resistance 
©ading to great stability of speed make this type eminently 
* Nature, July 18, 1895, 272. 
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suitable for testing motor-car engines ; but it is necessary to 
bear in mind that the tabulated constants of the fan only apply 
accurately to definite conditions, and that where these are 
departed from, i.e., where walls or partitions are so near as to 
interfere with the proper air movements, the rated power will 
be in excess of the true power. Care also should be taken so 
to use the air brake that it may not cause accident or nuisance. 
If an air brake is used at a speed beyond that for which it has 
been designed, especially if rigidly driven by a high-speed 
petrol engine with one or two cylinders, where the constantly 
repeated and severe stresses due to variations of speed are added 
to those already in excess of the proper capacity of the structure 
this may lead to accidents of a very disastrous character. The 
writer prefers at any time not to stand in the plane of rotation. 
The noise caused by the whirring of the plates is not of much 
consequence in an engine-house, but this may lead to trouble 
in a residential neighbourhood, especially if they move close to 
framing, for this gives rise to a beating of the air which is 
peculiarly disturbing. It is evident that this type of brake 
does not admit of adjustment of its resistance while running as 
the electrical and liquid brakes do.] 
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Arago's observation. 

Foucault’s observation 
VioUe’s measurements 
Morris and Lister 

In 1824 Arago, a Ereachman great in physics, found that 
when a disc of copper was rotated under a magnetic needle 
supported on a needle point ahove it situated in the axis of 
rotation of the disc the magnetic needle followed the rotating 
disc in its direction of rotation after a certain speed was 
reached. The rationale of this experiment was giren hy 
Earaday,* who showed that the phenomenon of Arago was 
due to magneto-electric induction. Babbage and Herschelf 
investigated the matter and showed that the effect could only 
be produced with metals, while Arago held that the effect 
takes place with solids, liquids, and gases. Earaday was 
working on this phenomenon in order to discover the true 
interaction between the copper disc and the magnetic poles. 
He rotated a copper disc between the poles of a magnet, 
connecting the centre of the disc and the edge of the disc 
through a rubbing contact with a galvanometer. On rotating 
the disc Earaday found that a current was generated, and that 
the deflection of the needle of the galvanometer showed that 
when the direction of rotation was changed the direction of the 
current was also changed. Thus the first true dynamo was the 
outcome of this excellent experiment of Earaday. The pecuUar 
feature of this prototype of the family of Dynamos is that the 
current is absolutely continuous, but from the nature of the 
arrangement the potential difference between the centre of the 

* “ Experimental Researches in Electricity,” Vol. I. 

■j- Phil. Trans., 1825, p. 467. 
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disc and its edge is very small. Foucault * devised an experi¬ 
ment by means of which the heating effect of internal currents 
(now called eddy currents) generated in a copper disc rotating 
in a magnetic field might be estimated, but Viollewas the 
first to estimate the worlc req[uired to rotate the Foucault disc 
and thus heat it. This was a real ergometer experiment, made 
on the gravity method already mentioned. From this he 
deduced the heat equivalent as 435 kilogram-metres, a result 
too great when compared with the value 428 found by Joule. 

This behaviour of a copper disc in a magnetic field is taken 
advantage of in the construction of galvanometers of the 
magnetic-needle type ; the needle swinging over a copper disc 
induces currents in the copper which react on the needle and 
tend to bring it to rest; [also in electric motor meters the same 
interaction is utilised in order to obtain a resistance strictly 
proportional to the speed of rotation. Then, if the torque 
causing the disc to turn is made proportional either to the 
current strength or to the current energy, the rate of turning 
of the disc will be proportional to one or other,- and the number 
of turns recorded on the dials will be a measure of the 
integrated current or energy, as the case may be.] 

The Foucault phenomenon has been utilised by Messrs. 
Morris and Lister in the construction of an absorption ergo¬ 
meter, in which the eddy currents produced in two copper 
discs by a magnetic field generate a torque by their reaction in 
that field. This machine, which is called by the inventors an 

Eddy current testing brake,” is described thus by the 
inventors :— 

The Brake consists of two copper discs each mounted on a cast 
aluminium spider. These are made fast, one at either end of a sleeve 
which is keyed to the shaft of the motor under test (Figs. 58 and 59). 
Riding loose on this sleeve and between the two copper discs is an 
aluminium casting carrying a number of electromagnets, wound so as 
to have alternate polarity. These magnets consist of well-ventilated 
coils on circular cores fitted with pole pieces. To the outside of each 
copper disc is secured a ring of wrought iron, which revolves with the 
copper and at the same time forms a path for the magnetic flux. These 

* Foucault, “ Aunales de Chimie et de Physique,” 3me s6rie (1855), T. XLV., 
p. 316; and “ Reoueil des Travaux scientifiques de L6on Foucault,” p. 342, Paris ^ 
1878. 

t Violle, ‘'An. de Gh*m. et de Phys.,” 4me s^rle T- XXI- (18,70), 
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n rings are fitted with cooling vanes, which (hssipate the heat gene- 
;ed. When the naotor is running the magnetic flux in traversing e 
.ving copper induces eddy currents, which absorb the energy ot the 
)tor in heating the discs. At the same time the flux tends to diag 
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round the magnet system and levers. By suitably adjusting the 
exciting current the lever floats. The power is then given by— 

_ , ^ Torque in lb. foot units x revolutions per minute 

Brake horse-power =- 5‘250-* 

“ This force tending to turn the fleld magnets round is opposed by a 
gravitational force, due to a weighted lever. When these two forces 
are in equilibrium the lever floats between stops, in a horizontal position. 
The weight is so placed that when the lever drops below the horizontal 
position, the effective radial distance of the weight is reduced, and if 
the lever is above the horizontal the eflective radius is increasea, but 
when the lever is horizontal, the weight acts at a definite measured 
length of lever to which it is adjusted. In the horizontal position of 
the lever the exact value of the moment of the weight about the axis 
is a known quantity.” 
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The work-measuring machine of Bourdon (before 1870) is 
curious ; its construction appears to differ entirely from that 
of any other work-measuring machine. 

Two helical toothed wheels are in gear—one is driven by a 
belt by any motor, the other hehcal toothed wheel transmits 
the motion to the machine driven and under test. But, from 
the nature of the gear, the force acting in the plane of rotation 
has a component along the axis. Let the angle made between 
the slope of the teeth and the axis be /3 and P the pressure 
between the teeth in the plane of rotation, then the pressure P^ 
tending to move the wheel along the shaft is P^ = P tan /3. 

This end pressure acts on a spring connected to a pointer, 
the deflection of which can be read on a dial. When the 
distance traversed by the point of application of the force is 
known per unit of time, and also the force, the power trans¬ 
mitted is at once determined. 

The following description of an ergometer by the author is 
taken from a pamphlet on work-measuring machines (E. and 
F. N. Spon) published in 1884 :— 

“ A torsion ergometer (Fig. 60). This form of ergometei is very 
difierent from any already described. It was used to control the 
motion of a dynamo worked by a windmill; the first windmill to which 
this arrangement was applied was nearly destroyed by the storms of 
September, 1882, at Taunton. Since then the plan of placing the 
dynamo in the head-cap of a windmill, thus avoiding the introduction 
of long shafts to bring down the motion, has been found to answer well; 
the conductors alone are brought down, the connection with the head- 
cap being made through rubbing contacts of copper on rings of the same 
metal. The wheel B is attached to the pulley A by means of two links 
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LL, as sliown at KMN. The' wheel A is fast on the shaft CD, and B is 
loose. If B be turned as shown by the arrow on the belt M the tendency 
of the links is to make the pulley B approach A and thereby compress 
the spiral spring S. A gun-metal wheel E, kept by means of a spring 
against the disc F, which is part of the pulley, moves a pointer over the 
dial hi, and thus the tension of the belt at the efiective radms is read. 
A speed indicator is attached as in the other machines. The central 
spring at the end where it comes in contact with the pulley B is furnished 
with a sleeve which slides on the central shaft. The end face of the 
sleeve is grooved, and the part of the pulley opposite to this groove is 



also grooved in a similar way. Several steel balls are placed between 
the grooves and render the contact between the spring and the pulley 
as frictionless as possible. The pulley B has a larger face than A, to 
permit of the slight side motion necessary to act on the spring.’’ 

In 1884 I devised and made an ergometer In 'wliich the 
tension of a belt was shown by the lateral shifting of one of two 
pulleys mounted on a shaft. The driven pulley was keyed to a 
shaft, while the loose pulley was connected to the fixed pulkiy 
through two rollers bearing on two spiral inclines which formed 
a part of the fixed pulley. The effect of increasing torsion 
between the two pulleys was to cause relative displuccinent and 
* thereby compress a spiral spring. The axle of the machine was 
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tubular and the spiral spring pressed against a sleeve, connected 
through a slot in the axle with a cylindrical block within the 
axle ; in this block a rod, projecting outside the axle, was free 
to rotate and actuate a pointer which indicated the difference 
of the tension of the belts on the two pulleys. The spring 
acted on the boss of the loose pulley, through a sleeve pressing 
against the boss through antifriction wheels. The loose pulley 
was wider over the face than the fixed one to allow for its small 
lateral displacement when running. The machine ran well and 
had practically no tendency to hunt.’’ 
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[Memoires de Tlnstitut National des Sciences et Artes, Coulomb 
(Science, Math, et Phys.), T. II.] 

In this memoir I have been principally engaged in deter¬ 
mining to what degree a load more or less great is capable of 
diminishing the power (quantite d’action) which a man is able 
to yield in a day’s work. The experiments which have been 
utihsed on which to base that determination have been made 
in conformity with the most natural and common movements 
of men, such as walking horizontally, or ascending a flight of 
steps. The evident result appears to me to be that a man who 
ascends a flight of steps freely, and without any burden, is 
able to yield an amount of power nearly double that which the 
same man can yield when loaded with a weight of 68 kilograms, 
which is about the average load of men who carry up wood in 
houses. But since in that way of employing strength there is 
no useful work done besides the raising of the load, the result is 
that the useful work done by a man who ascends is not more 
than one-fourth of the total quantity of work done which a man 
yields in a day who ascends a flight of steps in the ordinary 
manner, and, allowing himself to fall, raises, by some means, a 
weight equal to his own weight. He will then produce nearly 
the same effect, or will do the same amount of work, as four 
men carrying similar weights on their backs. This observation 
appears to be of the greatest importance in guiding mechanicians 
in the construction of machines to be moved by men whose 
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power should be always employed ia the most advantageous 
manner in producing useful effects. I further sought to 
compare the total quantity of power that men could yield in 
freely ascending a flight of steps with that which they gave 
when working in ringing a bell, or working a winch, etc., and I 
found that a man who ascended freely, i.e., without a load, a 
flight of steps could do at least twice the amount of work that 
could be done in other modes of using their strength. The 
experiments which served to base the determination of the 
quantity of power used in the case of the bell and the winch 
were always made in the large workshops. I would ask those 
who may wish to repeat the experiments, if they have not time 
to measure the results after many days of continuous work, to 
observe the workman at different repetitions of their work 
during the day without the men knowing that they are watched. 
One caimot be too much warned of the risk of being deceived 
in calculating either the velocity or the effective period of work 
after a single observation of some minutes’ duration. The 
results of all the preceding sections make the values for power 
much less than those made use of by the majority of authors 
in the estimation of machines ; but the latter have been nearly 
all based on experiments which lasted some few minutes, and 
have been carried out by men chosen for the purpose ; the 
calculations based on experiments, therefore, have been 
established on the supposition of effective work having been 
carried on for seven or eight hours per day. But in nearly 
every kind of work a man could put forth during some minutes 
an amount of power double or even treble his mean rate of 
doing work ; he could even condense his whole day’s work 
into two or three hours. This is what we have seen in the 
preceding section, where men who carry wood concentrate all 
their day’s work into the time that they are subject to the 
load, and this is not more than one and a half hours during the 
day’s work. The choice of men again greatly influences the 
determination of their mean strength. I have observed during 
ten years the carriage of earth moved by troops and by work¬ 
men, by the toise cube, as it is commonly called [toise == 6-39 feet]. 
I made fortnightly measurements, and found nearly always 
that the workmen belonging to the Grenadiers had gained by a 
third over the other companies, and often by a half over feeble 
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workmen. If I had' determined the mean strength of aU the 
individuals who formed the workmen of the Grenadiers I 
should have found it a third greater than the mean strength 
of other'workmen. It is true, and it must he remarked, that 
in this kind of work, of which the greater part consists in the 
wheeling of earth, not a single weak man is found amongst the 
workmen of the Grenadiers, and that two or three had work¬ 
men amongst each of the other sets of workmen fhTnim'gTi the 
whole work done. 

In conclusion, a variation of the mean quantity of power is 
due to food, hut above all to chmate. I have executed great 
works at Martinique carried onby troops—temperature 20 °C.— 
and I have also executed with soldiers the same kind of work 
in France, and I am sure that in this 14th degree of latitude, 
where the men are nearly always bathed with perspiration, 
the men are not capable of doing half the work that they can do 
in our climate, i.e., in the climate of France. 

Peony on Coulomb. 

Results of many experiments devised to determine the power 
which men can yield in their work during a day, taking 
into account the various ways in which their strength is 
employed, by C. Coulomb. 

Note on the memoir of Coulomb by Peony. 

In order to give a clear and precise summary of this interest¬ 
ing memoir, it is necessary in the first place to determine the 
meaning of the words “ quantity d’action.” 

The effect which results from the mechanical work of men 
should always be reduced to raising of a heavy body ; the 
velocity, moreover, with which this movement has been 
generated will die out if the cause which produced it shall 
cease to act, and it is necessary that a man should make a 
continual effort on the body to keep up that velocity. Here 
we have, then, two quantities which may be stated in numbers : 
the velocity, which is the number of metres or units of space 
traversed uniformly in the unit of time ; and the stress (effort), 
which may be expressed and measured by a certain number of 
kilogrammes or units of weight. The product of these two 

K 2 
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numbers represents and measures power (action), and when 
multiplied by the third number, viz., the time during which 
the stress acted, gives the quantity of power, or the total 
resultant effect of work, and it thus ranks as one of the things 
which may be measured and are susceptible of calculation. 

Furnished with such information, the fundamental object of 
experiments is the comparison of the work done -with the 
fatigue which necessarily follows it. The same quantity of 
work (or the number which expresses it) may result from an 
infinite number of different combinations of values of numbers, 
the product of which serves to measure it, combinations 
which depend on the different methods of utilising human 
strength. Is the fatigue, then, equal, in all cases, for the 
quantities involved for equal work, or does it vary under 
different circumstances, or does it cause the numbers which 
represent velocity, force, and time to vary ? 

Daniel Bernoulli and other celebrated authors have adopted 
the former opinion ; but Coulomb showed that they had 
deceived themselves, and while he overthrew an error empha¬ 
sised by such weighty authorities by means of proofs drawn 
from reasoning and experiment, he has done great service to 
applied mechanics. 

Nevertheless, although fatigue may not be simply propor¬ 
tional to the quantity of work, it is a function of it—that is to 
say, the formula which represents it should comprehend, in 
some way, velocity, force, and time. 

One knows, from the theory of mathematical analysis, that 
there must exist a certain relation amongst these three things 
such that a given effect may be produced with the least fatigue, 
or that with an equal fatigue the quantity of action or total 
effect may be a maximum. This is the problem which the 
author has proposed to solve, and which he has investigated 
in the different methods of utilising the exertion of man. He 
examined firstly the quantity of work that men were able to 
yield when they ascended, during a day of work, a slope or a 
flight of stairs with a load or without a load. The experiments 
which he cites on this point prove, to begin with, the inaccuracy 
of the opinion of Bernoulli; he found that the quantity of 
work done by a man who ascended without a load, or who 
had only to raise his ovm weight, is double that of a man 
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loaded with 68 kilos, (each maa working through a day), the 
weight of his own body being included. One sees then in a 
striking manner how, for equal fatigue and during a given time, 
that the total or absolute effect produced assumes different 
values through different combination of force and velocity. 

But the word '' effect ” means here the whole quantity of 
work done in raising both the load and the weight of the man ; 
and that which it is important to consider is the useful effect, 
that is to say, the whole effect, deduction being made for the 
value which represents the moving of the weight of the body 
of the man. This effect is the greatest possible when a man 
ascends without a load, but then the useful effect is nil; it is 
also nil if a man is burdened with a load so great that he can 
hardly move. There exists then, between these two limits, a 
value for the load such that the useful effect is the greatest 
possible. Coulomb supposed that the loss of the quantity of 
force is proportional to the load (an hypothesis which experience 
confirms). It furnishes an equation which, treated by the 
rules of maxima and minima, gives 53 kilos, as the load 
with which a man should be burdened, so that he may obtain 
the greatest useful effect in ascending a flight of stairs during a 
day’s work. 

And the quantity of work which results from this determina¬ 
tion, and which amounts to 56 kilos, raised through the height 
of one kilometre, is sensibly the same as that given by experi¬ 
ment. But this method of doing work causes three-fourths of 
the total work to be lost, and consequently the cost of work 
under such conditions costs four times as much as when, in 
working, a man ascends a flight of stairs without any load, 
and then, allowing himself to fall, raises by some device a 
weight nearly equal to his own. 

(The man descends on a seat attached to one end of a rope, 
which runs over a pulley, the other end being attached to the 
load.—T.J.J.S.) 

'' On the Blow of Fluids from Orifices in Vessels,” by Monsieur 
le Chevalier de Borda. [Mem. de I’Acad^mie Royal, 
■1766.] 

I again take an example from the theory of the resistance 
of fluids, of the bad use one may make of this principle. We 
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know that, in order to give a general solution of the 
of the resistance of fluids, one supposes a body D 
fixed in the midst of a fluid of indefinite extent, 
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tive descent ■will = o. The weight then, indicates the resistance 
of the fluid ; therefore the supposition of the principle which. 
is at stake always gives a zero resistance. 

“ The Movement of Air Studied hy Means of Chromophoto¬ 
graphy,” hy M. Mauey (Bulletin des Stances de la Soc. 

Fran 9 aise de Physique, Seance du 17 Jan'vier, 1902). 

In this research on the movement of air M. Marey has made 
some beautiful and excellent experiments 'whereby the move¬ 
ments of air as it flows are clearly exhibited. The lines of 
flow of hquids such as water have been made known by the 
introduction of small streams of coloured matter, such as 
a.niline dye. The method was employed hy Prof. 0. Reynolds, 
in his work on the flow of water through tubes (see page 142), 
and recently Prof. Hele Shaw has shoumby means of streaks of 
coloured matter the lines of flow of a liquid, projected on a 
screen. M. Marey has dealt -with the time measurements of 
the movements of a liquid by allowing the liquid, e.g., water, 
to hold brilliant little bulbs of the same density as water m 
suspension, the bulbs being illuminated by bright sunlight. 
When obstacles of different forms are placed in water flowing 
by •with the bulbs in suspension the lines of flow are at once 
evident. In one experiment the stream lines are sho-wn as the 
water flows past a plane inclined to the original line of flow. 
The stream lines separate, some flo'wing to the right and some 
to the left, from a point which appears to be the centre of 
pressure. [Not only were the directions of flow made clear, 
but the speed at every point. With this object the illumina¬ 
tion was made intermittent at the rate of ten flashes per 
second. The lines photographed were then beaded and the 
wider or closer spacing of the bright points in relation to a 
scale of millimetres gave the speed at every point.] M. 
Marey, going a step further, has produced some clear photo¬ 
graphs of the flow lines of air. It would be nearly impossible 
to imitate the former method as used in the case of water and 
float minute bafloons in air, but his excellent results have 
been obtained by introducing threads of smoke into air as it 
flows through a tubular chamber. 

[The stream of air was dra-wn regularly through the experi¬ 
mental trough, and to ensure regularity was passed through two 
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frames over which silk gauze of extremely fine and reguh^' 
texture had been stretched, one at the entrance and one at th< 
exit of the trough. The smoke, which was produced 
burning tinder, was led by a number of very thin and paralla 
tubes to the surface of the inlet gauze. The streams of sniok< 
remained sharp and separate throughout the length of th< 
trough. They were photographed by an instantaneous flasl 
of magnesium light. When any obstacle such as an inclinec 
plane or a ship-shaped body blunt at one end and sharp at tli< 
other was introduced the new lines of fiow were clearly seen 
and the extent of the disturbance was shown to be greater 
indicating greater resistance if the blunt end were at the down 
stream end than it was if this were meeting the flow, in agree 
ment with the forms of birds and fish and also of ships. Wher 
it was desired to obtain the speed at all parts of the strean: 
hues the system of fime smoke tubes was kept vibrating by ar 
electric trembler at ten vibrations per second. The lines then 
whatever their form, had superposed upon this a fine ripple 
pattern, and the distance of consecutive waves in relation to is 
millimetre s^ale gave the velocity of the stream at all parts o*J 
the photograph.] 

[The author included in his Table of Contents a reference 
to Prof. Hele Shaw’s experiments on stream lines. These arc 
described in the Transactions of the Institution of Naval Archi¬ 
tects, Vols. XXXIX. and XL., the British Association Report 
1898, and in the Transactions of the Royal Society, 
Vol. eXOV., A. 

Prof. Hele Shaw first made experiments on stream line: 
motion past obstacles, rendering the motion visible by a frotl 
of air bubbles included in the liquid. The air-bubble metluxl 
was soon superseded by streaks of coloured liquid. The spcKiinI 
feature of Prof. Hele Shaw’s experiments was the use of an 
extremely thin lamina of fluid included between glass platc-n, 
and he used liquids differing so much in viscosity as water mid 
glycerine. Sir George Stokes, who had seen Prof. Hele Shaw's 
results, showed (British Association Report, 1898) that a 
viscous liquid moving in an extremely thin sheet, themgh 
wholly different dynamically from a perfect or frictionlcHS 
fluid moving in three-dimensional space, but with two- 
dimensional flow (obstacles being supposed in this case to 
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be indefinitely extended in a direction normal to the plane 
of flow), nevertheless had stream lines identical in form, so 
that’experiments on viscous fluids in narrow channels could 



Fig. 62. 


safely be used for ascertaining the forms of stream line flow of 
a frictionless fluid in two dimensions. Prof. Hele Shaw verified 
this experimentally in certain cases capable of being examined 
mathematically, and so was enabled to determine the forms 
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of stream line motion in other cases not susceptible of mathe¬ 
matical treatment. These experiments reached their highest 
development in the research described in the Royal Society 



Fig. 63. 


paper referred to above. The object is to find the solution of 
the forms of magnetic lines of force in a variety of cases. Here 
instead of an obstacle bodies of higher permeability than that of 
the surrounding medium are interposed. These allow maglietic 
inductiofi to take place more freely through them and so are 






























































HISTORICAL 


139 


iit.£bted by the use of slides in which the narrow space occupied 
r -fclie moving liquid has places of greater depth of the form 
■tLxe more permeable body. The resistance to flow is inversely 
t>loLe cube of the thickness of the layer, so the deeper portions 
]g>r’Osent greater permeability and any particular permeability 
be imitated. The accuracy of this way of imitating 
^:rm.eability was verified by experiments with elliptical and 
rc?*o.lar depressions, the effects of which could be calculated, 
xdL so it was possible to get valuable information as to toothed 
‘naatures and other forms not amenable to mathematical 
eatment. It would be going too far from the subject of 
lis hook to give particulars of the singularly perfect arrange- 
.ents made use of in this investigation, but as the results 
so exquisite, and as they represent the highest perfection 
nown to the writer yet reached in recording stream line 
Lohion, I am glad to be able with the permission of the Royal 
ociety and of the author to reproduce two of the photographs, 
lies first (Fig. 62) shows an ellipse of permeabihty 20 in a 
nif orm magnetic field, while the second (Fig. 63) shows the 
jxreening effect of a hollow circular cylinder upon a square 
rism both of permeability 100 in a uniform magnetic field, 
tt is hardly possible to believe that the dark and light bands 
re actually moving hquid and that they should contract, 
eep distinct, and widen again symmetrically as they do 
"i-tlxout losing their sharpness.] 

[William Froxide’s Lbotxjbe.] 

[['The author left a reference to the interesting lecture 
elivered by William Froude, F.B.S., at the Royal Institution 
n May 12, 1876, and as this appears in his Table of Contents 
have thought it desirable to give an indication of the subject 
reated. The true causes of the resistance of ships, depending 
n skin friction, eddy motion, and wave-making, were explained 
vhile the absence of any resistance due to obstruction equiva- 
to a pressure over the transverse section was shown in a 
esx-ies of propositions on stream lines, at least for an immersed 
>o<a.y, to be wholly absent even though so plausible a theory 
Lad been universally accepted in past times.* 

* De Borda’s paper (p. 134) appears to have been overlooked. 
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(1) A plane surface moving edgeways through a frictionless 
liquid obviously meets with no resistance. 

(2) A plane surface moving edgeways through a real 
liquid such as water meets with a resistance called “ skin 
friction.” 

(3) A submerged body moving through a frictionless but 
heavy liquid should under the plausible ideas of the past meet 
with opposition, but the stream line principles to be indicated 
after the skeleton argument shows convincingly that there 
can be none. 

(4) A submerged body moving through a real liquid is 
subject to skin friction, depending upon the extent of its 
surface and speed, such as might be obtained by drawing a 
sheet of the same total area edgeways at the same speed. 
It may also suffer from some small resistance due to eddies 
in the wake if the stern end is too blunt. There is no resistance 
due to obstruction acting over the cross-section. 

(5) A floating body moving through and partly immersed 
in a frictionless liquid will, especially at higher speeds, generate 
waves the energy of which is derived from the motion of the 
body. This represents resistance. 

The waves are formed because, as the stream line theory 
shows, the presence in the water fore and aft (at least in the 
case of ship-shape bodies) is above the normal, while it is 
below the normal amidships. The surface level of the water, 
therefore, is higher fore and aft and lower amidships. A wave 
travels at a definite speed, depending on and in proportion to 
the square root of its wave length. When the floating body 
approaches the speed at which the wave due to its motion 
also travels, the wave-making effect becomes greatly increased 
and the resistance rises rapidly. At much lower speeds wave¬ 
making is almost non-existent and the resistance is very small. 
If the floating body could be accompanied by a mechanism 
which would hold the water surface level and prevent the 
formation of waves, then the conditions of an immersed body 
would be met with and the resistance would vanish. 

(6) A floating body moving through and partly immersed in 
a real hquid experiences a total resistance which is made up of 
all three—^viz., skin friction, eddies in the wake, and wave¬ 
making. At low speeds the skin friction only is important; 
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the friction due to eddies in the wake is a small fraction of 
this. These two each increase in a rather higher proportion 
than the speed. The third kind of resistance as stated 
in (5) above is unimportant at low speeds, but may exceed 
the other two at high speeds. A longer ship may travel 
at a higher speed before the wave resistance begins its 
rapid growth than a shorter ship, but the skin resistance is 
greater. 

The stream line theory can be indicated most clearly by 
considering the immersed body held at rest with the frictionless 
heavy liquid of great extent passing by it. As the liquid opens 
out and closes in again in its passage its movements may be 
mapped out by a lattice of imaginary tubes filling the whole 
space, curved in form and varying in section in such manner 
that the liquid in moving through these tubes should move 
along the paths and at the speeds that relatively to the ship 
it actually follows. The forms of these tubes in any particular 
case may be observed by introducing streaks of coloured 
liquid. The tubes will in the neighbourhood of the stem 
and stern of a supposed ship-shape body be wider than at 
a great distance, and they will certainly be curved so that 
the convexity is towards the body. The tubes in the 
neighbourhood of the middle parts will certainly be narrower, 
for the space occupied by the body is not available, and 
they will also be curved with their concavity towards the 
body. Considering first the effect of curvature, the liquid 
in all the different tubes in being deflected from the straight 
course will exert a pressure normal to the tube on its concave 
side which will be felt outside on its convex side. Thus, 
near the stem and stern the surface of the body will experi¬ 
ence an excess of pressure which is the aggregate of that due to 
the liquid in all the imaginary tubes. Similarly, the middle 
parts will experience a corresponding diminution of pressure. 
Next, as regards the cross-section of the tubes, where the liquid 
is passing through a narrower portion it is flowing faster and 
its pressure is less, and conversely it is greater in wider portions: 
These changes of pressure in the liquid result simply from 
changes of its speed, and they are independent of the direction 
of motion. They depend upon the same hydro-dynamical 
principles that are made use of in the Venturi ” water meter. 
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The increase of pressure stem and stern and the diminution 
amidships, depending on the velocity of the liquid, must be 
added to the corresponding variations due to curvature of path 
in order to find the total increase at the ends of the body and 
diminution about its middle. It will be seen that these must 
be symmetrical and that the body is not subject to any force 
tending to make it follow the liquid. With a real liquid the 
only difference is the possible failure of the liquid to converge 
in true steam line motion and without eddies, and as the stern 
is made more abrupt the formation of eddies in the wake is 
made more pronounced. Whether the water moves past the 
body or the body moves through the water is immaterial, and 
so, except for the three kinds of resistance—skin friction, eddy 
friction and wave-making—there is no resistance due to 
movement through a liquid such as has been imagined and 
which may be considered as the pressure necessary to move 
the liquid out of the way acting over the immersed cross- 
section. The stream line theory shows that fine lines aft are 
the most important, and that a bluff bow has not the faults 
that would be anticipated. Nature has discovered this, and 
fish are a beautiful illustration. 

I may add a reference to an investigation of great importance 
by Prof. Osborne Reynolds published in the Phil. Trans. Royal 
Society, Vol. CLXXIV., 1884, pp. 935—982, and in Nativre, 
Vol. XXVIII., 1883, pp. 627—632. In this research Prof. 
Osborne Reynolds investigated by the aid of colour streaks 
the conditions in which* continuous or parallel flow of water 
changed almost suddenly to discontinuous flow with a different 
law of resistance. The velocity that could be reached before 
this condition occurred depended upon the viscosity divided 
by the density of the liquid, and as in the case of water this is 
double at 5° C. what it is at 45° C. the critical velocity 
admitted of considerable range. This speed also became greater 
as the diameter of the tube was larger. Por velocities below 
the critical velocity the thin colour band passed along the tube 
its whole length as a clearly defined line and the resistance was 
proportional to the velocity. When the critical velocity was 
reached the colour band almost suddenly formed whirls in the 
liquid and became uniformly diffused, but this never happened 
close to the entrance of the tube. Tho resistance then 
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appeared to vary as the velocity raised to the 1*722 power, 
not to the sq[uaTe of the velocity. 

In the case of ships in air or water or aeroplanes speeds in 
which the surfaces in their passage would give rise to parallel 
flow, and hence to resistance proportional to velocity only, are 
too small to have any interest. Skin resistances at usual speeds 
follow a higher law than that of simple proportion.] 
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Dynamometers of this type are placed between the prime- 
mover and the machine driven by it, and their function is to 
measure the power transmitted. Let it be supposed that the 
flywheel of a steam engine drives a dynamo, or any other 
machine, by means of a belt; then if we could make spring 
balances part of the belt, and the tensions of the tight and loose 
sides of the belt (often called the leading and trailing sides) 
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ould be found and also the space through which the force 
cted, the work done would be known. Now, since this ideal 
ondition cannot be realised, some machine must be employed 
apable of showing the difference of the tension of the 
wading and trailing sides of the belt, and also the distance 
trough which this force has acted. Then the units of work 
xpended during any instant equals the product of this 
^rce in pounds multiplied by the space in feet traversed in 
aat instant. If by means of some mechanical process the 
ifferences of the tensions of the belt be continuously recorded 
tid also the spaces traversed at each instant, during some 
nown period of time, if the total time taken for any test be 
nown, the data recorded aflford a means of finding the average 
orse-power absorbed by the machine driven by the engine. 

In the history of power-measuring machines M. le G6n6ral 
rthur Morin * occupies the position of being the originator of 
ynamometric methods of measurements of peculiar and 
nSting excellence. He made his dynamometer self-registering, 
id exhibited the product of Force multiplied by the Space 
irough which the force acted as an Area. He also invented 
id added to the dynamometer an integrator, by means of 
hich the value of the area generated was found and the whole 
ork done during any period of time estimated. As his work 
so important, I here give nearly in full a free translation from 
le French of his description of his machines and instruments 
ith exact copies of the original diagrams. 

General and particular conditions which dynamometers and 
pparatus destined to measure work developed hy animate or 
^animate sources of power should satisfy. —^It has been already 
town that the work developed by a constant force F which 
aversed a path E, with its point of application in the desired 
rection, was measured by the product FE ; if the force had 
jen variable, the total work developed when it had traversed 
ij path E would have been the sum of all the elementary 
lantities of work, such as Fe, successively developed through 
le elements e of the path traversed. In the last case it has 
>en shown how, by the help of the calculus, or the method of 
ladrature of Simpson, the sum of products such as Fe has 
sen found for the whole given path E traversed in the direction 

* “Notions Fundamentales de M^canique,’^ A. Morin, Paris, 1855. 
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ia which the force acted. Einally the mean force of a variable 
one has been defined, and it has been shown how one may 
deduce the whole force by dividing the whole work by the whole 
path traversed. Apparatus destined to measure work developed 
by motors should indicate the product of the acting force and 
the path traversed, whatever their simultaneous variations 
may be. The illustrious Watt is the first who has satisfied the 
conditions mentioned in the construction of force measuring 
apparatus, to which he gave the name Indicator of Pressure. 
These are as follows:— 

(1) The sensitiveness of the apparatus should be propor¬ 
tioned to the intensity of the forces to be measured, and should 
not alter through the apparatus being used. 

(2) The indications of the bending of the spring should be 
obtained without calling for attention, or the inclination or 
bias of the observer, and should therefore be furnished by the 
apparatus itself, by means of traces, or material results which 
are left after an experiment is finished. 

(3) It is necessary that the force brought into play at each 
point of the space traversed by its point of application should 
be found, or in certain cases at each instant that the observation 
lasted. 

(4) If the experiment be extended over a long time, it is 
necessary that the apparatus should provide for the totalisation 
of the quantity of work given out by the motor (i.e., an engine 
of some kind). In order to satisfy condition (1) springs must 
be employed which bend in proportion to the forces acting, and 
which have the shape of bodies of equal resistance. This 
produces greater facility for recovery, and gives to the apparatus 
great sensitiveness. 

Rules for finding the 'proportions of the blades of a spring .— 
The theory of the resistance of material to bending, in agree¬ 
ment with the known results of experiment, shows that when a 
metal lamina of constant rectangular section is held in a recess 
by one of its ends the deflection varies directly as the load P 
and the cube of the length of the blade C, and inversely as the 
width of the blade A, the cube of the depth of the blade B, and 
the modulus of elasticity E. 

If the longitudinal profile (in depth) of the lamina is parabolic, 
for bodies of equal resistance the deflections under the same load 
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are double those which a lamina uniform throughout its length 
would give while its resistance to breaking remains the same. 

PQ3 

For springs of equal resistance we have F = a formula 


by the aid of which one is able to calculate any of the quantities 
which enter into it when the rest are known. Experience in 
the construction of a great number of laminae for springs has 
shown that when made of German steel of good quality, 
hardened and tempered to a suitable degree, the value of the 
coefficient of elasticity to be used was E = 20,859,000,000. 
This is estimated per square metre, it equals 2,085,900 kilo¬ 
grams per square centimetre, or 29,668,000 pounds per square 
inch (kilograms per square centimetre multiplied by 14-2262 = 
pounds per square inch). 

The relationship which it is convenient to establish between the 
different proportions of a spring. —The width a of the lamina 
should be limited to 4 or 5 centimetres at the most, because 
distortion caused by hardening is more marked as the lamina 
increases in size. It is this which introduces difficulties in 
adjustment. The observations made by me on springs have 
shown that the deflections of springs remain proportional to 
the applied forces, providing they do not exceed one-tenth of 
their length, for the strongest and one-ninth for the weakest, 
the measure being taken outside the fixed end. Accepting 
these data, it will be easy to calculate the thickness (depth) B 
which it will be suitable to give to a lamina at the fixed end, 
so that under a certain load it will take a known deflection. 
This dimension is given by the formula 




PQ3 

EAR- 


Longitudinal profile of the lamina of a spring. —^The form of 
the longitudinal profile of the spring was deduced from the 
B 

formula y = the values of B and C being those already 

given and the origin at the external end of the lamina. 

Arrangemmt of the blades of the springs. —The laminse of the 
springs used to measure the traction of carriages, ploughs, 
boats, etc., are shown in plan and elevation (Figs. 64 and 65). 
Two laminse, aa\ exactly similar, having their inner faces 
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plane and their external ones parabolic, are terminated at their 
ends by connecting hinges of the same width as the laminae, 
bored with a hole. Small steel bolts fit these holes easily and 
engage with liaks //, to which they are fixed with nuts. The 


Fig. 65, 










TRANSMISSION DYNAMOMETERS 


149 


lower shackle c was pierced with a recess to take the blade or 
lamina which was introduced lengthways ; a shoulder, of the 
length of the shackle, was fitted to the middle of the lamina 
and entered the recess exactly. Set screws g with conical points 
held the lamina in position. An external upper shackle d 
engaged the lamina aa and was furnished with a ring r, to 
which was attached the splinter bar or the rope on which the 
motor pulls. In order to measure large forces, four laminae 
were employed, the resistances of which united to balance the 
forces present. Deformation of the laminse was prevented by 
fixing in the shackle c two stops i joined by two crossbars e, 
against which the outer lamina came in contact when the 
tension exceeded its highest limit. 

Arrangement for obtaining a permanent trace of the deflections 
of the spring. —-The front shackle carried a screw in a slot, by 
means of which a copper tube, terminated by a conical socket 
in which is fitted a quill pen, could slide and be retained by 
friction. The tube was filled with Chinese ink of suitable 
consistence. When the pen was well wetted and held correctly 
in its conical socket, capillarity sufficed to feed it constantly 
and regularly. The pen might be replaced by an ordinary 
lead pencil, or by one that does not require sharpening, but 
then a pressure of about 40 grammes would be required to 
make a sufficiently visible trace. The traces of the style were 
made on a band of paper coiled on a cyhnder Z, which served as 
a magazine ; the paper band passed over three small cylinders, 
which guided it under the styles and prevented its being-bent 
by the wind or by its own weight. The band of paper was 
coiled on to another cylinder g, which acted as a receptacle for 
it and on to which one of its extremities was fixed with gum. 
A second style h, carried by one of the check pieces, and there¬ 
fore immovable, traced on the paper a line which corresponded 
to no force, or the position of the laminae when at rest, and it 
gave thus the zero of forces, so that the force acting is always 
measured by the displacement of the curve described by the 
moving style from the zero line. 

The method of moving the paper which received the trace of the 
5 ^ 2 /Ze —The motion of translation at right angles to the direction 
of the forces acting was transmitted to the band of paper by 
means of an endless cord which passed over the nave of one of 
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the wheels of the carriage and over a return pulley. On the 
prolongation of the axle of this pulley was an endless screw 
parallel to the laminae, which engaged with a pinion fixed on 
the axle of a small cylinder. On this was coiled a silk cord 
which transmitted the motion to the cylinder which received 
the paper band. By suitably proportioning this transmission 
gear with bands of paper 16 to 18 metres long, one could (using 
only one band) extend experiments over BOO to 1,000 metres 
or more. If the movement was transmitted directly to the 
axle of the receiving cylinder, the diameter of which was 
increased by the paper as it rolled on to it, the translation of 
the paper was accelerated. In order to prevent this incon¬ 
venience, the silk cord was coiled on a small intermediate 
cylinder fixed at its free end to a conical fusee having a screw 

A B 



cut on its surface, its diameters being calculated, so as to 
compensate for the gradual increase of diameter of the receiving 
cylinder. 

Observations on the quadrature of curves traced. —From this 
description it is seen that the paper unrolls under the style 
.with a speed which has a constant ratio to that with which 
the road was traversed; lengths of paper band represented the 
length of road on a scale known from the ratio. The ordinates 
of the curve of deflections measured from the zero line were 
proportional to the forces acting ; the result then was that 
the area included between the curve, the zero line, and any 
two ordinates, represented the total work done in that interval 
by the prime-mover. 

Methods of finding the quadrature. —Tedious methods are 
mentioned, and dismissed. The first method, which requires 
no calculation, consists in drawing a line AB (Fig. 66) 
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parallel to the zero line MN, at a given distance from it, 
greater than the maximum deflection, or equal to it. A con¬ 
stant fictitious force will correspond to that ordinate, to which 
will he due a known amount of work represented hy the area 
of the rectangle MNB A. But abed ... NM was the real curve of 
forces given by experiment. The following ratios are therefore 
evident:— 

Area MNBA Work due to constant fictitious force 
■ Area abed ... NM Work sought. 

Since the paper was machine-made of uniform thickness, 
so that the areas were to one another as their weights, by 
cutting them out and weighing the entire rectangle, and then 
the area bounded by the curve, the work could be found by 
simple proportion. Example:—^When a 700-kilogram spring 
was used, 1*25 millimetre corresponded to a force of 10 kilo¬ 
grams, and a constant deflection, or a height of rectangle 
equal to 70 millimetres, corresponded to 560 kilograms. 
Calling P the weight of the band, 70 millimetres high, and p 
the weight of the part bounded by the curve and the zero 
line, E the length of the road traversed, E the mean force 
developed by the motor, we have 

E = 560 ~ kilograms, 

and the whole work done by the variable force will equal the 
product EE. 

Use of the planimeter. —^The second method of obtaining the 
quadrature of the curve quickly without calculation is by the 
employment of the planimeter of Ernst (Figs. 67 and 68), 
which is furnished with a cone made of wood. This instrument 
consists of a cone beh, the axis of which is inclined with respect 
to the plane of the table which carried the instrument, so that 
(looking at a vertical section of the cone) its uppermost edge 
* is parallel with this plane. The cone is carried on points by 
two supports fixed to the frame XX, and on the prolonged axle 
there is a small roller aa, which presses against a strip LL 
parallel to the guides, directed by which the frame XX moved. 
When the frame was pushed in either direction along LL, the 
roller and cone rotated and made a number of turns pro¬ 
portional to the path traversed by the frame. A counter, of 
yrhigh the nxost important organ is a roller dd, having its plane 
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of rotation vertical and perpendicular to the upper horizontal 
edge of the cone, turning about an axis parallel to that same 



edge, is carried by a U-shaped bearing which forms a part of 
the transverse slide ff, which moves with the frame XX, and 
is also capable of motion in a direction at right angles to the 
strip LL, so that the roller can approach or recede from the 
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vfirfcex of tlie con© as desired. The counter rests on the surface 
of the cone by virtue of its own weight, and when the cone 
revolves the roller does so also, and it is evident that the number 
of revolutions it makes is proportional (1) to the number of 
revolutions of the cone, or the length of the path passed over 
in the direction LL, and (2) to the distance of the roller from 
the vertex of the cone, or to the product of these two quantities. 
This being so, let us suppose that the roller was at the vertex 





Pig. 68. 


of the cone. A point g on the slide jjf corresponds to a line RS 
parallel to the guide LL : let it be on R ; it is evident that if 
the frame NN is pushed so that the point follows exactly the 
line RS, the roller will not rotate, since the velocity of the 
vertex of the cone is zero, but if the point g is on M, and the 
roller is distant from the vertex of the cone by a quantity 
equal to MR = NS, when the point is moved from M to N, 
the number of turns of the roller will be proportional to the 
length RS, which is the base of the rectangle MNSR and to 
the height of the same rectangle, and therefore to the area of 
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this rectangle. In the same way, if the point g follows the 
line OP, the number of turns of the roller will be proportional 
to the rectangle ORSP. In the construction of the instru¬ 
ment the roller need not reach the wertex of the- cone, and 
therefore it is left out and the method of finding the area of the 
rectangle is slightly modified. Suppose, for example, one 
wishes to estimate the area of OMNP. The point g is brought 
on to the line MN, care being taken that it remains on the line 
during the traverse of the frame XX. The whole instrument 
is then pushed so that the point g passes from M to N. The 
roller of the counter makes a number of rotations proportional 
to the rectangle RMNS. The point g is then brought over P, 
then the frame is pushed backwards, so that the point g follows 
the line PO. During this retrograde motion the roller revolves 
in an opposite sense, and makes a number of turns proportional 
to the area of the rectangle OESP, and since in these two 
consecutive movements it has rotated in opposite directions, 
it is evident that the final number of turns made is proportional 
to the difference of the two rectangles ORSP and MRSN, or 
to the rectangle OMNP. The movement of the roller is 
transmitted by gear to two pointers and dials, one of which 
shows units, tens, and hundreds of square milhmetres, and the 
other thousands of square millimetres. What has been said 
about a rectangle apphes also exactly to the quadrature of a 
bounded surface, such as those traced by the styles of dynamo¬ 
meters, bounded on one side by a straight line and on the other 
by an undulating curve op, since each element uvyx of that 
area may be regarded as a little rectangle of which the base 
is ux, and its height the arithmetical mean between uv and xy. 
In order to make the reduction of the curve or the quadrature 
of the area MN 330 , one proceeds as follows. The sheet of 
paper is fixed under the table of the planimeter, so that the 
point g moves as near as possible to the table ; it follows 
accurately the line MN of zero force when the frame XX 
is pushed from M to N. Then the point g is brought on to M, 
the counter is lifted, and the two pointers set to their zeros ; 
the roller is gently placed on the cone, and the frame XX 
pushed so that the point g moves from M to N. The slide // is 
moved so as to bring the point g on to p ; then by means 
of the compound movement imposed on it the point follows the 
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bends of the curve until it arrives at 0. The dials are then 
read, and they show the number of square milhmetres con¬ 
tained in the area operated on ; dividing this number by the 
length of the base MN, measured in millimetres, the quotient 
gives the mean ordinate, or height of the rectangle equal to 
the same area, and therefore the mean force which has acted. 
In order that the operations described shall give an exact 
result it is necessary that in the motions either forwards or 
backwards the roller shall have no slip while revolving. This 
condition of not slipping is obtained by employing a cone of 
unpolished wood instead of the polished metal cone of ordinary 
planimeters. 

Dynamometer for totalising the work done during an interval of 
time or over a long road. —When the work done by motors during 


their passage over a long road 
is sought, the dynamometer 
furnished with the style and 
band of paper is inconvenient, 
and it is important that an 
apparatus which itself gives the 
total of the successive elenjents 
of work, so as to dispense with 
the quadrates described, should 
be employed. Such is the 
object of the following modi¬ 
fication introduced in the dyna¬ 
mometer mentioned in the 



preceding paragraphs. The gg. 

back of the shackle is tra¬ 
versed by an axle rotating in it, on which is screwed a 
disc B (Fig. 69) having a diameter of 16 centimetres. Below 
the springs, on the axle of the disc, a pulley is fixed, which 
is rotated from the wheels by means of an endless cord 
passing round return pulleys. A column E, which forms a 
part of the shackle d, supports a counter which necessarily 
follows all the movements of deflection of the outer lamina 
of the spring. The important organ of the counter is a little 
roller carried on an axle parallel with the disc, its axis being 
in the line of traction. This roller acts in the same manner 
as that employed in the planimeter only ; since in place of a 
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cone a disc is employed, the roller is able to reach the centre 
of this circle when the instrument is at rest. After what has 
been said respecting the planimeter it is not necessary to 
explain the action of this apparatus, and we know that the 
number of turns of the roller is proportional to the sum of the 
elementary products of the forces acting and the elements of 
the path traversed, or to the whole work done. The radial 
distance of the roller from the centre of the disc is reckoned in 
metres, under the strain due to the traction F, expressed in 
kilogrammes; the radial distance is the deflection of the spring 
under this stress, providing that the apparatus is so arranged 
that the roller rests at the centre of the disc when, there is no 
stress. Let 

= radius of the roller ; 

e = the path traversed in one second by the carriage in the 
direction in which it is drawn, when the pull is 
constant, or in an infinitely small time, when the 
pull is variable; 

R = the radius of the wheel whereby it is moved ; 

6 

n == = the number of turns of the wheel corresponding 

to the length of the path e ; 

F 

^ the relationship of forces to measured deflections ; 

r 

N = the number of turns of the roller for a path e ; 

R' =: the radius of the nave of the wheel from which the 
movement of the disc is derived ; 

r' = the radius of the pulley of the disc. 

It is evident that the disc makes a number of revolutions 

R' e R' 

== —7 for one turn of the wheel, or -y for the path e 

r iTTXV T 

traversed in the direction in which the carriage is pulled. The 


roller will make “ turns for one turn of the disc ; we shall 

have then N = tAh “7 ~ for the number of turns of the roller 
27 tK r rjL 


corresponding to a path traversed — e under a pull of traction 
F. The number N was moreover finite or infinitely small, 


. provided that a constant force was dealt with, or a variable 
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force and an element of the path. We have by the definitions 

rr ^ F 

K = - or r ==^, 
r E. 

R' ^ 


andTtherefore 


“ 2irRf V,K ■ 

XV 


Thus, either in the case of a constant force and a finite path, 
or a variable force and an elementary path, Ave see that the 
work developed by the motor is measured by the product of 

the constant factor and the number of turns N or the 

Xv 


elementary fraction of a turn made by the roller ; provided 
that the whole work at the end 


of any interval was the sum of 
elementary quantities successively 
developed, it will be equal to the 
same product by taking N equal 
to the turns of the roller during 
the observed interval. 

Apparatus of this kind has been 
employed with success and ease 
in prolonged experiments on the 
draught of carriages, and afforded 



Pig. 70. 


means for determining the total 

work done by teams of horses six in number. during a whole 
day’s work on the roads connecting Paris and Amiens and 


Nancy and Mans. 

Arrangement for indicating the number of turns made hy the 
roller, —^It is easy to see that the axle of the roller furnished 
with an endless screw (Fig. 70) may be made to communicate 
its motion by means of gear to two dials, one of which shows 
units and tens of turns, and the other hundreds and thousands 
of turns of the roller. In order to observe the divisions of the 
dials without stopping the apparatus or the progress of the 
carriage, two styles fed with thick ink are arranged so that 
they mark the enamelled dials when a button is pressed with 
the finger. Observations can thus be made and repeated 
without any confusion in the results. 

CTironomeiric motor dynamometer, —^When experiments are 
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required on the resistance of towing boats or vehicles without 
a forecarriage it is difficult, and in some cases impossible, to 
move the band of paper with a speed varying exactly as the 
path traversed. In this case it is much more convenient to 
employ a chronometric motor for giving the paper a sensibly 
uniform motion. Then lengths of paper generated in an 
experiment represent times, and the quadrature of the curve 
of deflections gives the sum of products such as viz., of 
each force, by the elementary time of its duration, or that 
which we shall call, as will be seen later on, the total quantity 
of motion developed in the interval of time under consideration. 
By dividing the area found by the whole time, or by the length 
of the paper generated, we find the mean force of the motive 
power. In the haulage of ships, and in all cases in which 
speed would modify the results, two additional pencils are 
required; of these one serves to mark points on the paper 
corresponding to equal intervals of time, viz., fifteen or thirty 
seconds, and the other distances traversed between posts or 
objects at a known distance apart. 

Rotational dynamometers, —The apparatus which has been 
described was constructed with a view to measure the power 
developed by motors, the direction of the action of which was 
in a straight line, or a circular path, but it has been easy to 
modify the machine so as to render it suitable for finding the 
work transmitted by a rotating shaft to any machine by 
employing the principle either of the styles or the counter. 

Description of the rotating dynamometer with the styles and 
paper recording apparatus. —On a shaft carried on two cast-iron 
columns (Figs. 71 and 72) three pulleys of equal diameter are 
placed ; of these A is fixed to the shaft, the other, 0, next to 
the first, is an idle pulley, and the last, B, is movable on the 
shaft between limits which will be shown. This dynamometer 
was placed between the shaft of the motor (the engine) and the 
machine the resistance of which was sought. The idle pulley 
was embraced by a belt driven by the motor. When it was 
shifted on to the pulley A the shaft revolved, with a velocity 
which depended on the relationship between the diameter of 
this pulley and that of the pulley of the motor. The pulley B 
was furnished with a belt which transmitted the motion to 
the machine imder trial and overcame its resistance ; but. 
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since this pulley is loose on the shaft, it would not he carried 
round by the motion imparted to the shaft by the fixed pulley, 
unless a stop which forms a part of it were pressed by the end 
of the radial lamina of the spring which is fixed in a boss. 
This lamina, turning with the boss, acts on a stop, the resistance 
of which causes it to bend, and when its resistance to bending 



Fig. 71. 


is sufficient to overcome that of the driven machine, motion 
begins, and is transmitted to the shaft of the machine under 
trial, by the intermediary spring, the deflections of which are a 
measure of the resistance to be overcome. A style attached 
to one of the spokes of the pulley touches a band of paper 
moving at a speed proportional to the speed of the shaft, and 
on it it traces a curve of deflections in just the same way as in 
the dynamometers used in testing carriages. Another style, 
which however is fixed, traces at the same time a line 
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corresponding to no deflection, or the position which the 
moving style occupies when the force is zero. This zero line 
is found about the middle of the width of the paper band, so 
that the force can be measured indifferently in one sense or 
the reverse. The laminae are of parabolic section, and one can 



employ as many as one wishes, according to the intensity of the 
forces which the apparatus is required to measure. A fixed 
stop on the shaft limits the displacement of the pulley, and 
therefore the deflection of the spring; this prevents over¬ 
loading in case of accidents. 

The transmission of motion of the shaft to the hand of paper ,— 
A coUar provided with helicoidal teeth rides loose on the 
shaft; its teeth engage with a pinion the axle of which (viewed 
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n a plan perpendicular to that of the shaft) does not meet this. 
The axle of this pinion is furnished with an endless screw, 
which engages with another pinion carried on the prolongation 
of the axle of the small cylinder on which the silk cord is coiled 
which moves the fusee. To start the band of paper the toothed 
collar is stopped by means of a clutch, against which a stop 
projecting from the collar comes in contact. Then when the 
toothed collar is fixed in space, so that the pinion carried by 
the shaft rolls over it, this pinion receives a relative motion 
which it transmits to the screw, the fusee, and the band of 
paper. 

In apparatus of this kind a conical fusee serves to regulate 
the movement of the bobbin which carries the paper ; by the 
introduction of this intermediate organ the growth of the 
diameter of the paper on the receiving cylinder is compensated 
for, as has been already shown. 

The rod which moved the roller of the integrator also 
actuated a tracing point, which marked a curve on a band of 
paper moving at a rate proportional to belt speed. The 
mean force acting was found from the area of the curve, and 
also the whole Work done. In a dynamometer built for the 
delivery of 50 horse-power the springs were six in number, 
made of steel of flat-tapered shape, fixed to the central boss, 
and bearing bn rollers at their outer ends. That Morin should 
have designed an original form of dynamometer automatically 
recording the product of two quantities, which has been the 
model of several similar machines, which have been employed 
in very important official tests of competing machines, bears 
circumstantial testimony to his ability as an engineer. 

Dynamometeb by Easton and Anderson. 

In a later form of this type of dynamometer made by Messrs. 
Easton and Anderson, of Erith,* curved springs were employed 
instead of straight ones, the curvatures being placed in opposite 
directions so that the effect of centrifugal force on the 
springs was minimised. The boss of the wheel, which was 
displaced by the deformation of the springs, was furnished 

* Proceedings of the Institution of Mechanical Engineers, 1876; see 
p. 199, W. E. Rich. 
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wi i h a. <5oarBe-pitched double-thread screw which was in contact 
wit h a little cross-head, which passed through a slot in the shaft. 
1 ci oBB-heacl was free to move along the axis of the shaft in 
liiH^ with it. A. rod attached to this cross-head projected from 
sit aft, and was connected to an integrating apparatus, of 
tiui <Iisc and roller kind, described under the heading 

Integrators/’ 


'^Fhe Tbahsmissioh Dynamometer of William Froube. 

To understand fuUy how belt dynamometers act several 
points must be observed. The belt, in order that it may 
to the pulleys driven by it, must possess sufficient 
initial tcuisioir to prevent slipping. If no friction existed in 
the nuicdiino and it was in motion, this tension would be exactly 
the same, on the leading and traihng sides of the belt. If the 
maeliino opposes motion from both friction and imposed load, 
thcsn tlie bolt will be in greater tension on the leading side than 
on t trailing one ; the difference of these tensions on the 
<wo Hid(*?B of the belt enable motion to continue against the 
hnpoHo.d load ; so if this difference of tensions be known, the 
power transmitted can be at once determined, in the same 
as if the motion of the pulley were due to a force eq^ual 
to tfiiB difference of tensions acting at its circumference. 

1 fences the power consumed, or the units of work expended during 
aijy iiisi ant, will be the product of the difference in pounds between the 
teiisiotm of the leading and trailing sides of the belt at that instant 
multiplied by the space in feet travelled by the belt in that instant.” 

Thci recording apparatus used in connection with this 
machine gives the sum of all such elements of work, and 
tlicreforc^ the whole work done, during any certain period of 
tinier* The figures (73 and 74) show the machine in side and 
f*nd el<‘.vation. The power is supplied by the pulley A and 
conBiimed by the pulley B, which drives the machine to he 
The direction of motion is shown by the arrows. The 
hidlt conveying the power passes over the pulleys CD, the 
axles of which are carried on the opposite ends of the beam E 
at capial distances from the point about which it is free to 
vibridca The upper and lower portions of the belt are kept 







(placed through several 
of the guide wheel G. 
md the pulley 0 on the 







beam, and the trailing side round the pulley D ; thus the 
pulley C is pressed horizontally by the tight side of the belt. 
The pulleys C and D are carried on axles which bear against 
antifriction rollers NN (Kgs. 73 77). 


























TRANSMISSION DYNAMOMETERS 


165 


“ If the teasions of the two parts of the belt were equal, then the 
beam would remain in equilibrium, but since they are not equal, the 
spring balance I receives the resulting pressure of their inequality, and 
indicates its amount by its extension. The pressure is an exact measure 
of the difference of tension before mentioned. Now these tensions, 
which vary with the force at any instant absorbed by the machine under 
test, are continuously recorded on a band of paper travelling at a rate 
proportional to the belt speed ; so that the area of the curve recorded, 
on integration, gives the whole work done in any set time. It must be 
noticed that the total tension on each of the pulleys carried by the 
beam is double that of the respective portions of the belt, since the 
tension of the belt acts on each side of the pulley; thus the spring 
balance indicates twice the difference of the tensions of the leading and 
trailing sides of the belt. Due allowance is made for this in the for¬ 
mation of the scale of force on the record traced on the cylinder. The 
speed of the recording cylinder is proportional to the belt speed, and 
represents it on a reduced scale. 

“ A pencil, deriving its motion from the beam E (Fig. 75), marks the 
extension of the spring balance on the moving cylinder. Since in this 
type of machine the spring balance has a tendency to oscillate on either 
side of its mean position, this motion is checked by the introduction of 
an oil dash-pot, that is, a cylinder having a loosely-fitting piston attached 
to the spring balance ; the ends of the oil cylinder are connected by 
means of a tube, through which the oil can flow when conveniently 
checked by a stop-cock. The recording cylinder is provided with a 
continuous sheet of paper, which is uncoiled from a lower cylinder; 
and as it revolves the pencil trac3s on the paper a line, or rather a 
curvilinear area, in which each increment in length represents the 
corresponding space travelled by the belt, while the height of the point 
measured from the datum line traced by the pencil, when the spring 
balance is at zero, represents the stress upon the spring balance while 
the belt travelled through that space. The aggregate area included in 
any length of the diagram thus produced represents, therefore, exactly 
the units of work performed in that time ; this is easily measured in 
the same manner as an indicator diagram, and can then be converted 
into units of work performed, when the scale by whicii the conversion 
is to be effected is determined.” 

In these tests the driving band is replaced by a continuous 
cord (mentioned in the introduction) running over grooved 
pulleys, these grooved pulleys corresponding to the belt pulleys 
of the transmission dynamometer described. In order that the 
pulleys might be relieved of friction, they were carried on a bent 
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bracket (Eigs. 76 and 77) furnished with a friction roller N on 
each side. And to avoid any oblique deflection the arms of 
the swing balance were cranked (Eig. 74). This produced a 
corrective couple, and the axes of the pulleys were kept truly 

Tel^s^lC7h 



parallel to the axis of the beam. The leading side of the belt 
(Eig. 73) runs on the upper pulley 0, and opposite, and on a 
level with it, the indicating apparatus K is placed. The belt 
used in this machine consisted of a double thickness of strong 

Toiswtv 



webbing sewed together and saturated with boiled oil. Such 
a belt proved itself to be remarkably supple, smooth, tenacious, 
and adhesive. Diagrams taken from trials are shown in the 
figures (78—80), which are portions of the actual traces made 
by the indicator pencil. The horizontal lines indicate tensions 
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100, and 160 lb.; while the vertical lines are marked in 
;e>a:vals of 100 revolutions of the pulley on the beam. In 
5- 78 the diagram of power expended in thrashing barley is 
the total mean tension being 85 lb. ; Eig. 79 is another, 
r 'thrashing wheat, total mean tension 110 lb.; Fig. 80 is a 
j,gram of chafE-outting. 



The following summary gives the relative value of work done 


L "thrashing in each case :— 

Wheat. Barley. 

ISTumber of sheaves thrashed . 200 200 

IVEean tension of belt (pounds) . 110 85 

Total number of revolutions . 7,525 7,050 

Total length of belt passed (feet). 23,636 22,148 

Total units of power consumed 

(foot-pounds) • . . 2,600,290 1,882,580 

Units of power consumed to 

thrash one sheaf (foot-pounds) 13,001 9,413 

Total time occupied in thrashing 


200 sheaves (minutes) . . 11-40 10-68 

Horse power for driving thrashing 

machine in work . . . 6-914 6-343 

Total foot-pounds. , j 

Horse power = Total time x 33,000- foot-pounds per 

ninute divided by Watts’s constant of 33,000. 

This description of the dynamometer of William Froude is 
0 -ra.ctically an abstract .'of a paper in the Proceedings of the 
institution of^ Mechanical Engineers, July 28, 1858, and I 
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have to thank that institution for permission to reproduce the 
figures. 

The recording cylinder K is driven from the pulley C by 
means of two successive worm wheels R and S (Kgs. 74, 75), and 
the speed is thus reduced to -jr^Vir that of the pulley. The 
first wheel R is furnished with a cam, which moves another 
pencil close to the indicating pencil; this when unmoved by 
the cam traces a straight line along the paper, but at each 
revolution of the wheel the cam makes a narrow mark orr this 
line, the length between the marks equalling 157 feet of belt. 

Calibration of the- diagrams .—^The working belt is removed, 
and another belt is filxed to the point 0 in the frame. It 
passes over the power pulley, then round the pulley C, and over 
the guide pulley G. To the loose end of this belt weights 
are suspended. Ror determining any scale a weight sus¬ 
pended from the end of the belt gives the same stress on the 
spring as an effective driving force of the same amount. If 
now the paper is moved a little by hand, the position of the 
pencil for the load is marked on it. The reading of a diagram 
is greatly facilitated by causing eight pencils to rule lines along 
the diagram at distances from the base line showing different 
loads. It is also found convenient to rule lines of different 
colours which denote the different loads. Such coloured lines 
are now used in dynamometer diagrams produced in the tests 
of ship models. 

I have given a full description of the dynamometer of 
William Froude in the first place because it is very clear and 
definite, and secondly because the method employed for 
obtaining a record of the measurement of the power trans¬ 
mitted is practically the same as that now used in the ship- 
model testing department of the Admiralty, and also naval 
departments of other nations who have followed the example 
of the British naval authorities. 

Tbansmissiost Dynamometer by the author, Philosophical 
Magazine, Vol. XV., p. 87 ; and “ Dynamo Electric 
Machinery,” by Professor S. P. Thompson, 1884, p. 383. 


A steel shaft, tubular at each end (Fig. 81), and opened out 
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to a wide slot between the pulleys and one of the bearings, 
rries two pulleys, one keyed to the shaft and provided with 
'■o bevel wheels, the axes of which are in the plane of rotation 




E the pulley; to the other a concentric bevel wheel is fixed, 
-•hich engages with the two former ones. If the loose pulley 
i displaced with respect to the fixed one, the two bevel wheels 
re rotated, and by their rotation through connecting bands 









170 


DYNAMOMETERS 



left 

Handed 

^/fOPthj 


Length of fias^ P/atej36' 

I 

CSQ 


SecdoTh at JB.B. 


Fig. 84. 


Fig. 83. 


mentioned (Eig. 82), which is attached to the spiral spring 
and moves with it as it is extended, passes through the tubular 
end of the shaft, and to it is connected an integrating apparatus 
(described in the chapter on “ Integrators ”) which records the 


attached to cylinders which form a part of each they extend 
a spiral spring the axis of which lies in the axis of the shaft. 
A rod attached to a cross-head which moves in the slot before 
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power transmitted by the machine when driven by an engine 
and driving a machine to be tested for consumption of power. 
The same rod moves a pencil over a recording cylinder (Figs. 
83 and 84) similar to that used in the dynamometer of 
W. Fronde. The spiral spring was placed where shown in 
order to minimise the action of centrifugal force on it. In 
my later machines of this type, the cross-head is connected 
to the bevel wheels in such a manner that the flexible connection 
does not introduce any deformation due to centrifugal force 
which might interfere with the equihbrium of the system. 
Sometimes when the machine is driven by a turbine or motor 
at a uniform speed the force acting is shown immediately 
on a dial. The dynamometer was cahbrated by the same 
method as that employed by W. Froude already described. 

The author also employed another method of calibration, 
described in Work-Measuring Machines ’’ (Messrs. E. and F, 
N. Spon, 1884). It is as follows 

“ Let a prime-mover (a water-wheel appears to be most steady) 
drive the transmission ergometer, and let the ergometer drive a pulley 
on a shaft embraced by a Prony or other suitable friction ergometer, 
and let the work done against friction he calculated. This should 
agree with the results of the transmission machine. If it does we may 
conclude that it has been correctly calibrated. The advantage of this 
method is that the transmission machine is tested while running in its 
usual condition.” 

I have called this process of cahbrating Dynamic Weighing 
by Taring. 

Dynamio Weighing by Takcng. 

The method of weighing by taring, due to Borda, employed 
when the ordinary balance is used to determine the weight of 
any object is to place the object in one pan of the balance 
and then counterpoise it with any convenient material, such as 
shot and sand, placed in the other pan. The object is then 
removed and replaced with known weights which exactly 
equilibrate the counterpoise ; then the sum of the known 
weights equals that of the object weighed. The advantap 
of the method is that error due to lack of equality in 
length of the arms of the balance is not introduced. 
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As an extension of this method, which may be shortly stated 
as making both A and B equal to C, and consequently equal 
to one another, I devised the following method of comparing 
the work done in driving any machine, such as a dynamo or 
screw propeller, with a definitely known amount of work done, 
under exactly the same circumstances, by the same prime- 
mover. An example of the application of the method may be 
considered. We wish to compare the power absorbed by a 
given machine such as a propeller with the power absorbed 
by a rope brake. An electric motor is attached to the pro¬ 
peller and the exact readings taken of the watts consumed 
during the run. Then the propeller is detached and replaced 
by a rope brake dynamometer. The former electrical readings 
are re-established and the brake horse power determined from 
the rope brake dynamometer. Then this brake horse power 
equals that absorbed by the propeller. 

This method has shown itself by no means difficult to carry 
out; and when the electrical instruments are close reading, 
and dead heat, there is no reason to suspect it of error. The 
current is best read by reading the potential difference at the 
extremities of a known resistance in the supply circuit. The 
supply should he taken from accumulators so that the E.M.F. 
may he constant. It is nearly impossible to obtain a really 
constant E.M.E. from an ordinary town supply of electricity. 
The method suggested itself to me while testing a transmission 
dynamometer against a brake dynamometer. To make the 
method generally useful in the mechanical laboratory it was 
found necessary in some cases to alter the speed of the driving 
shaft. It is not a difficult matter to regulate the apparatus so 
that the speed of rotation may he the same in each case. 

Tor reading the speed of the shaft either the optical methods 
of Lord Rayleigh * or Mr. Bosanquet are suitable. In the 
apparatus of Mr. Bosanquet a disc perforated with radial slots 
rotates on the shaft, and a tuning-fork, driven electrically, 
vibrates at right angles to the radial slots, close to the disc. 
When the combined motion is viewed by looking through the 
slots, and the number of slots passing per second equals the 
number of vibrations of the fork, a fixed wave line is visible, but 
if these numbers are not equal, the wave line shifts to the right 
* Proo. Koyal. Soo., 1881 , p. HI. 
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or left, showing that the speed has either increased or decreased. 
This method is exceedingly accurate, and, though perhaps 
rather too physical in its nature to commend itself to the 
engineer, would well repay the experimenter for trouble 
expended on it. In the case of ordinary speed indicators we 
have to take them on trust, as correctly calibrated, and assume 
that their accuracy has been preserved, after daily use. In the 
optical method we have to rely on the time-keeping qualities 
of the tuning-fork. Experience extending over many years 
has shown that a well-made standard fork, such as those of 
Koenig, maintain their accuracy of vibration for very long 
periods, if preserved from any rust and injury. By employing 
a counter such as that of Harding and a well-rated stop-watch, 
the total revolutions during any set time may be found, but 
this method does not show any variations on either side of the 
mean speed; the optical method, however, does show these 
variations in a very marked manner. 

Tkansmission Dynamometer by Ayrton and Perry.* 

In this dynamometer the two halves of a flange are connected 
by means of spiral springs, and when the shaft to which the 
half-flanges are fixed transmits power they are extended. The 
extension of the springs is shown by means of a bright bead 
attached to the end of an arm which is moved towards the axis. 
The background over which the bead moves is dead black. 
When the shaft rotates the bead describes a luminous circle, 
the radius depending on the extension of the springs. A 
having a shding pointer enables its position to be read. The 
reading on the scale mnltiphed by the number of rotations per 
minute of the shaft gives at once the horse power actuaUy 
passing through the coupling. The same principle is also 
embodied in a transmission dynamometer which can be moved, 
so as to test any fixed machine. In this apparatus the reading 
is made in the same manner as in the former one described, 
but the shaft is provided with three pulleys, two of which 
belong to the dynamometer proper, while the third is an idle 
pulley, on which the driving belt runs when the machine is 

not in action. 

* “Applied Meolianios,” by John Perry, P-B-S., Cassell & Co., 1897. 
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The Tkai^smissioh Dynamometer of F. von Hefner 
AliTENECK. ^ 

In this apparatus a continuous driving band connects the 
engine with the machine under trial. About midway between 
the two pulleys a balanced frame carries two guide pulleys, 
both of which are in contact wnth the outside of the driving 
band. The distance between them is such that the band is 
constricted by passing between them. When the angle made 
by the following side of the band on either side of the guide 
pulley equals that made by the leading side on either side of 
its guide pulley, then a certain force is required to keep the 
frame and guide pulleys in a symmetrical position. This force 
was measured by a spring which was extended by means of a 
screw, until an index reached its normal position. The force 
thus found, divided by the sum of the sines of the two angles 
made with the centre line by the two parts of the driving 
band on each side of the same guide pulley, equalled the 
difference between the tensions of the leading and the traihng 
sides of the band. In another form of this dynamometer, in 
order to simplify the reading of the angles involved, the band 
was led over seven pulleys carried on a frame capable of dis¬ 
placement. To check vibration a small dash-pot was con¬ 
nected to the frame. No account is given of the friction 
which would arise from employing so many pulleys. One 
would imagine that it would out-balance the small inaccuracy 
due to determining the angle between the sides of the band 
and the central line. This machine did good service when 
used to find the efficiencies of dynamo-electric machines. 


The Dynamometer of M. Matter (used by MM. Dolfus Mieg, 

of Mulhouse). 

The interesting feature of this machine is the introduction 
of a power diagram, on which curves are traced which are the 
loci of points for which the product of effort multiplied by 
speed are constant. This is evidently the rectangular hyper¬ 
bola. The power diagram is generated and used thus. The 

* “ Seprat-Abdruck aus den Bayerischen Industrie und GewerbeWatt,” 1883, 
heft 1. 
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abscissa are proportional to the velocity in metres or feet per 
second, and the ordinates to the force in kilograms or pounds. 
The loci of all points for which the product of these factors 
equals a constant lie on a curve of equal powers. Several such 
curves are carefully drawn on a surface so actuated by the 
dynamometer that displacement along the line of abscissse is 
proportional to speed (this is effected by a speed indicator of the 
Buss type) ; at the same time the surface is moved at right 
angles to this direction by the machine, so that the ordinates 
are proportional to the force at any instant. The position of a 
stationary point in front of the diagram will be situated on, or 
near, a curve which at once shows the power transmitted by the 
dynamometer. For example :—Let equal distances along the 

line of abscissa denote 1, 2, 3,.metres per second, and 

the ordinates 10, 20, 30,.kilograms, then, where a hne, 

for instance, through 7-5 metres per second, cuts a line through 
10 kilograms, we find a point on the curve such that their 
product equals 76 kilogram-metres, or one force de chevdl, or 
French horse-power. 

The Dyxamometek of Kmo. 

In a dynamometer by King, which is quite unique, a spring 
of horse-shoe shape is placed actually in the driving belt con¬ 
necting its ends ; as this travelled wdth the belt it registered 
the tension by means of a pawl and ratchet wheel, the reading 
during a given time being that of alternate tensions. The 
original account of this apparatus is brief. 

[The Dynamometer of C. V. Boys.] 

[A transmission dynamometer described by C. V. Boys at a 
lecture at the Royal Institution * depends on the fact that if 
the driving belt is elastic, as for instance is the case with belts 
made of a close helix of steel wire, the spires are somewhat 
more open in the tight side than they are in the loose side. As 
the belt does not accumulate at one pulley, the linear velocity 
of the tight side must be greater than that of the loose side 
to such an extent that the same number of spires pass any 
point in a given time on the two sides. The tight side passes 

* Proceedings of tte Royal Institution, 1883, page 241. 
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on to the driving pulley, which accordingly moves at the speed 
of the tight side, while the loose side leads on to the driven 
pulley, which in the same way travels at the speed of the 
loose side. The driving pulley therefore turns somewhat more 
quickly than the driven pulley if they are of the same diameter, 
the difference being proportional to the driving couple. In 
order to record the difference in speed a crossed band from a 
pulley on the driving shaft was made to turn an equal pulley 
riding loose on the driven shaft at its own speed in the opposite 
direction. A differential gear connecting the two pulleys on 
the driven shaft then moved with a speed proportional to the 
rate at which work was being transmitted, for this speed is the 
product of the speed and the difference of speed or torque. 
Thus it automatically integrates the work transmitted, and 
time records of this give the average power in the intervals. 
This is not suited in the form described for measuring more than 
small power, but the same author has shown how by an 
epicychc connection any known small fraction of the torque 
may be transferred from one shaft to the other by an elastic 
band, the rest being transferred by a nearly inelastic belt, 
such as the usual leather belt, or absolutely.] 

The Dynamometer of M. Boxjrry. 

In this machine the angular displacement of two pulleys 
by means of bell-crank levers compresses springs. The motion 
of compression acts on a disc which slides on the axle and 
actuates the integrating apparatus. The machine is furnished 
with a lever connected with the disc mentioned, designed to 
regulate the speed of the engine driving it; so that it became 
a dynamometric governor. 

The Dynamometer of M. Megy. 

This machine, which was made by the firm of Sautter 
Lemonner, of Paris, consists of a horizontal axis carried on 
two bearings, beyond one of which it projected. To the pro¬ 
jecting end a pulley was keyed. On the inner side of this 
bearing a loose pulley was placed ; a boss, bearing against the 
nave of the loose pulley and fixed to the shaft, carried two flat 
steel springs similar to those by Morin ; these were in contact 
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with the loose pulley near its face. An elongation of this boss 
which carried the springs was screwed with a quick pitched 
thread, which engaged with a nut which was rotated by means 
of two studs projecting from the loose wheel. When the 
loose wheel was displaced with respect to the fixed one the 
springs were deflected and the nut rotated, which caused it to 
traverse the shaft lengthwise. The motion was transmitted 
to the recording integrator of the disc and roller type. This 
machine did excellent service in the early days of testing 
dynamo-electric machinery. 

The Dynamometer oe Ruddick. 

In this machine the parts which are displaced are fixed 
directly on the shaft. In several ways its action is similar to 
that of the Ayrton and Perry flange dynamometer. The dis¬ 
placement of a pulley with respect to a flange compresses 
springs, and the displacement is magnified by means of a lever 
carrying a pencil at its end, which marks a ^sc carried on the 
shaft. The pencil approaches the centre of the disc as the 
force transmitted increases. The disc is rotated by means of 
a ratchet mechanism moved at each rotation of the pulley. 

The Dynamobieter of Valet. 

In the dynamometer of M. Valet the displacement of a 
pulley with respect to a shaft is shown by a recording appa¬ 
ratus, the springs in this machine being of the flat type. The 
recording apparatus rides on the shaft, and is prevented from 
rotating by a projection. 

The Dynamometer of Neer. 

In this machine the two halves of a flange coupling are 
connected to one another by means of four rollers placed at 
equal distances on the face of one flange, with their axes at 
right angles to it. Over these four link chains pass, one end 
of each being fixed to the other flange, and the other end of 
each chain being attached to a sleeve capable of movement 
along the shaft, and m so doing compressing eight spiral 
springs. The motion of the sleeve is very closely proportional 
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to the couple existing at any moment hetween the flanges. 
This and also the revolutions are shown on two dials. 

The DyHAMOMETBR OF M. Latohestoff. 

Two pulleys are connected hy means of spiral springs, and 
the displacement is read by utihsing the phenomenon of the 
persistence of vision. One pulley is marked on the mner side 
of the face with divisions and the other with a single mark. 
The position of this mark on the curved scale is viewed through 
a slot in the face of the pulley, so that an image of its position 
is seen for an instant at each revolution. Although this dyna¬ 
mometer is not well known, it embodies a very interesting 
physical principle, which is bearing good fruit at the present 
time in connection with at least three forms of Torsion meters. 

The Eyhamometee of Tatham. 

This machine in certain respects resembles the belt dynamo¬ 
meter of W. Froude. It consists of six pulleys, two of which are 
carried at equal distances from the fulcrum of a lever or frame 
free to move about a knife edge. Two are carried on bearings 
in the same vertical line, below those on the lever ; each of 
these is on a shaft fTrrnished with a pulley, one of which is 
driven by the prime-mover, while the other drives the machine 
under test. A continuous band passes round the four former 
pulleys, and the difference of tension in the band deflects the 
lever, to the end of which a steelyard type of balance is 
attached. The fulcrum of the balance can be adjusted so that 
it may be kept horizontal under the load to which it may be 
subjected. In the machine of W. Froude it will be remembered 
that careful provision was made for keeping the sides of the 
band parallel, so that changes in the angular position of the 
beam would not affect the effective working of the machine. At 
the same time it afforded a means of obtaining an automatic 
record of the power employed. In another dynamometer by 
Tatham, in place of the two pulleys carried on the single beam, 
two beams or levers are employed, and by each a pulley is 
carried. Each of these beams or frames is supported at their 
external ends on knife edges and planes, and their iimer ends 
are coimected by links to a weighing beam placed above them. 
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so that the difference of tension on the two pulleys can be 
found. In this machine the leading and trailing sides of the 
belt are parallel. It will be noticed that this condition is 
practically obtained by carrying the two upper pulleys on two 
beams which are free to move on pivots; at the same time 
provision is made for giving to the band sufficient initial 
tension for driving purposes. The band used in this machine 
was of leather, the joints being carefully and smoothly made. 
The flesh side was next to the driving pulleys and beam pulleys, 
and the hair side next to the upper central pulley. If a belt 
is fairly long, and narrow, one of its surfaces can always be 
used in contact with three pulleys. All that has to be done is 
to give the belt a half-turn on either side of the intermediate 
pulley, then the same side of the belt will touch all the pulleys. 
[A belt with a half twist in it is specially suitable for driving 
between pulleys on shafts which make a large angle with one 
another. Such a form of belt is well known as having one 
surface and one edge only.] 

The Dynamometer oe M. Eaecot. 

The principle underlying the mode of action of this machine 
is practically that of both Froude and Tatham. The sides of 
the belt are kept approximately parallel and two tension 
pulleys carried on separate levers or frames placed under 
the driving pulley instead of above it, as in the dynamometer 
of Tatham. 


The Dynamometer oe Parsons. 

In a dynamometer of Parsons* the same idea is found. 
Vertically below a grooved driving pulley the driven pulley is 
placed. A continuous rope passes over the driving wheel, then 
round a pulley in a block from which a weight hangs, then 
round the driven pulley, and then round a pulley in a block 
back to the driven pulley. The difference of the tensions of 
the two sides of the rope is found by taking the difference of 
the values of the suspended weights required to establish 
equilibrium when the machine is running. This dynamometer 
was used by its inventor in coimection with experiments on 
screw propellers. 

Proceedings of the Institution of Mechanical Engineers, 1877, Hon. R. 0. 
Parsons. 
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The Marine DyNAMOMEiBR of Sahrin. 

Ill this machine, which is amongst the earliest employed for 
measuring the output of a marine engine, the springs, which 
are deflected by the imposed couple, are of peculiar shape. 
Mr. Gishert Kapp, in his excellent articles on “ Dynamo¬ 
meters ” in The Electrician of January 19th, 1884, makes the 
following remarks on this dynainometer, which he attributes 
to M. Saurin (in La Lumi^re Electrique the name is spelt 
'‘Taurines”) ;— 

“ If a straight spring of uniform section be held rigidly at one end, 
and the deflecting force applied at its free end in a direction perpen¬ 
dicular to its length (similar to the load on a cantilever), then a minimum 
of force will produce a maximum deflec tion. If both ends are supported 
and the load applied in the middle, the deflection will be only one- 
quarter of what it was before. Or, for the same weight of steel employed 
and with an equal deflection, the force to be measured can be quad¬ 
rupled. This arrangement will, therefore, be better than M. Morin’s 
original plan of straight radial springs, if large powers are to be trans¬ 
mitted. But M. Saurin goes a step farther. He employs springs 
slightly curved, and applies the power in such direction as to pull the 
ends apart and thus straighten the springs. With this arrangement a 
minimum weight of steel can register a maximum pull at a moderate 
deflection, as indicated by the more or less complete straightening of 
the bent springs. The propeller shaft is divided and connected by 
means of an elastic coupling, consisting of two cross-bars and two 
curved springs. One cross-bar is on the engine side of the shaft, the 
other on the propeller side. Studs project from the ends of these 
cross-bars, which engage with the ends of the curved springs. The 
springs are placed with their convex sides outwards from the shaft. 
The effect of a separation of the ends of the cross-bars is to pull the 
springs out and make them straight. The resistance to straightening 
is obviously very great, and this form of spring apparently provides 
the condition of minimum weight for maximum transmission of energy. 
The displacement of the springs makes an automatic record of force 
while a fixed pencil draws a datum line from which to reckon the value 
of ordinates.” 

The Dynamometer of Professor Dalby. 

A pnUey drives a shaft through a spiral spring. The dis¬ 
placement &f the pulley with respect to the shaft is indicated 
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by means of a very interesting mechanism. Two equal 
sprocket wheels are attached, the one to the spring pulley, the 
other to the shaft. An endless band of steel passing over them 
forms two loops, which remain at the same distance apart 
when the system is rotating, but if angular displacement takes 
place between the two sprocket wheels their distance is changed, 
and this change is proportional to the torque transmitted by 
the shaft. In order to measure this, two guide pulleys are 
placed in the loops, guided by a geometric shde. One of these 
pulleys carries the scale and the other an index. A reading 
on the index is proportional to the torque. Should oscillations 
occur they may be damped by the introduction of a dash-pot, 
or, which is better, practically prevented by employing a 
relatively stiff spring. 

[The Dynamometer op Amsler.] 

[The transmission dynamometers of Dr. Alfred Amsler were 
shown at the meeting of the Institution of Mechanical Engineers 
held in Zurich on July 25, 1911, and an illustrated account of 
them is given in the Proceedings of that Society for that date, 
pp. 603—616. I am indebted to the courtesy of the Institution 
for permission to reproduce here the figures representing the 
construction of the larger of the two, as also one of the torsion 
dynamometers by the same constructor in a subsequent 
chapter. Pig. 85 is sufficient to show the operation of this 
machine. Two pulleys D and B are mounted on the same shaft 
C, B being keyed and D running loose upon the shaft. Power is 
communicated to the pulley D by means of a belt, and a second 
belt transfers the power from the pulley B to the driven 
machine. The connection between the two pulleys is effected 
by means of projections J from the pulley D pressing upon the 
ends of two pistons working in cylinders carried by the puUey B. 
These pistons are not packed, but are made a smooth fit, and 
leakage and friction are both immaterial. The pressure 
in the oil behind the pistons is taken by means of the curved 
pipes Gr to the hollow axle and thence through an axial fixed 
ty.be, which enters the axle without leakage by means of a 
stuffing-box to the casing N. To this is connected a pressure- 
gauge 0, and also the piston of an indicator similar to those 
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used for indicating steam engines. The paper is fed con¬ 
tinuously past the pin by worm gearing in proportion to the 
speed of the shaft. At high speeds the centrifugal force of the 
oil in the pipes G may interfere, but it is possible to balance 
this for one position only of the pistons. Eor this reason 
Dr. Amsler prefers to use this type at moderate speeds. The 



two dynamometers were designed for torques of 50 and 150 
metre-kilograms (4,340 and 13,020 inch-pounds) respectively.] 


[Moore’s Direct-Reading Electrical Dynamometer.] 

[An interesting and original method of employing electrical 
means not only to measure the angle through which a spring 
connecting the two shafts of a transmission dynamometer is 
twisted, and hence the driving torque, but also automatically 
to multiply this by the speed, so that the power being trans¬ 
mitted may be read at any moment upon a voltmeter, is de¬ 
scribed by Mr. C. R. Moore in an article on a “ Direct-Reading 
Electrical Dynamometer ” in the Electrical World (New York) 
for 1912, p. 449. 

Each shaft carries an alternator with a two-pole held magnet. 
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and the exciting current sent through the two in series is 
necessarily the same for each. In all other respects the two 
machines are made identical, and they are so designed as 
to give very accurately a simple harmonic wave form to the 
alternating electro-motive force which they induce. The 
perfection of this result is shown by an oscpograph record. 
The two machines are so connected and adjusted that they 
are in exactly opposite phases when there is no torq,ue and 
conseq.uently no twist in the spring. When, however, one 
shaft is transmitting power to the other, the exact opposition 
of phase no longer obtains. In consequence of this the circuit, 
which consists of the two armatures in series and a voltmeter, 
is no longer dead, but an outstanding voltage 
is available to act on the voltmeter ; and this h 
voltage is proportional to the torque multiplied ^ 
by the speed, so the readings of the voltmeter \\ 

at once give the power being transmitted at any -A \ 

moment, and the two independent readings of —1 \ 
speed and torque need not be made. Further, \ \ 

by the use of a switch, one of the connections 
can be reversed, then the voltmeter which indi- o 
cates the vector sum of the two separate voltages \ \ 
or either voltage may be read so as to ascertain --A \ 
the speed. The proof of the proposition is simple. \ \ 

Where two equal harmonically varying quanti- \\ 

ties having the same period are compounded, 
the resultant is a harmonically varying quantity B 

of the same period and of an amphtude which is 
zero when the components are in exactly oppo- 86. 

site phase; which is their arithmetical sum 
when they are in the same phase, and which, when there is 
a small departure from identity or opposition, is in the first case 
very slightly changed, while in the second it is proportional, 
with considerable exactness to the departure from exact 

opposition. _ , 

This may be shown by reference to Fig. 86. Takmg the 
two equal vectors OA, OB, nearly in opposite directions, but 
differing from this by the angle 6, their component is OC, and 

this is equal to 2 OA X sin 0/2. • 

As, then, 9 changes from 0 to a moderate angle, sin 6//^ 
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changes so as to be very nearly proportional to 6, as the 
following figures indicate : 


6 

Sin 0/2. 

Arc 0/2. 

Per cent, error. 

6° 

•043619 

•043635 

•0367 

w 

•087156 

•087270 

•1307 

15° 

•130526 

•130905 

•2900 

20° 

•173648 

•174540 

•5110 

25° 

•216440 

•218175 

* *7950 


Thus, for angles up to 20 degrees the departure from strict 
proportionality is only \ per cent., and it is less than f per cent, 
at 25 degrees. 00 then is the amplitude of the harmonic 
wave, which is indicated by the voltmeter, and this is propor¬ 
tional not only to the angle 0, but also to the absolute magni¬ 
tude of OA or OB. As these are proportional to the speed 
the indication of the voltmeter is proportional to the torque 
multiphed by the speed or to the power being transmitted. 
By the use of the switch one phase may be reversed, then AB 
instead of 00 is shown on the voltmeter ; or one component 
alone may be read, the other being cut out, and this at once 
gives the speed. Provision is made for adjusting the phase of 
one of the alternators so as to obtain exact opposition of phase, 
or this may be adjusted so that the voltmeter reads zero when 
the dynamometer is running, so as to eliminate the small 
losses therein. It wiU of course be clear that the electrical 
load due to the alternators is infinitesimal, for the only output 
is that needed to actuate a voltmeter ; the load practically 
undiminished is transmitted to a recipient machine. A diagram 
is given showing the extreme accuracy of the straight-line law 
both for speed and for power when tested against a Prony 
brake. The machine is set up in the electrical laboratories of 
the Purdue University.] 

[P. W. Lanchester's Worm Drive Dynamometer.] 

[P. W. Lanchester’s worm drive dynamometer is in a sense 
a transmission dynamometer, but not in the sense in which 
that term is generally used. The transmission dynamometers 
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described so far haTe been appliances to measure the power 
transmitted by some intermediate cormection from one machine 
to another, but this machine of Lanchester’s is designed 
to measure directly the efficiency of a worm drive, i.e., the ratio 
of the power transmitted to that received. The valuable 
paper describing this unique machine wiU be found in the 
Proceedings of the Institution of Automobile Engineers for 
the session 1912—13, Vol. VII., p. 238, and I have to thank 
that Institution for permission to reproduce Fig. 88. 

When power is transmitted from one shaft to another by 
means of “worm gearing, the torques in the two shafts, which 





would be in the inverse ratio of their speeds of rotation if there 
were no friction, must, as action and reaction are equal and 
opposite, be impressed in the opposite sense on the worm gear 
casing. Taking a usual case of the worm drive of the back 
axle of a motor car with a reduction in speed of, say, 4 to 1, 
the torque on the worm shaft would be one quarter that of 
the back axle if there were no friction. Actually, as there is 
some friction, it is a little more than one quarter. It is the 
object of the worm drive dynamometer to determine the pro¬ 
portion which the ideal torque J bears to the real torque l/r, 
then J l/r or r/4 is the efficiency of the gear. If there were 
no friction in the gear the casing would simultaneously be 
subject to torques of 4 : 1, about two axes parallel to the axis 
of the worm wheel and of the worm respectively. Fig. 87 is 
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an ideal representation of the worm gear casing seen from helow 
with the worm shaft W and the back axle VV. Supposing the 
two shafts to be turning in the directions indicated by the 
arrows round them, the worm being the driver, then the casing 
must be subject simultaneously to two torq.ues about these 
axes, the smaller one of which is represented on the diagram 
by the arrow AB acting at the end of an arm of a given length 
standing up from the centre of the worm shaft, while the larger 
one is represented by the longer arrow AC acting on an arm 
of the same length as the former one standing up from the 
centre of the back axle. These two are equivalent to a single 
force AD acting on an arm of the same length as the other two 
standing up from a point about which the casing may be sup¬ 
posed to he supported. If to the casing a rigid bar EE is 
fastened and this is made to carry another bar EG parallel to 
the back axle, then the two torques upon the casing can be 
neutralised by the application of a single force to the bar at 
the point D' in the line of AD and directly away from the paper 

_i.e., if the casing is so supported as to have any freedom of 

rotation about each of the two axes or about the point A, which 
in the plan is their crossing point. With a 4 to 1 reduction 
the distance C'D' would be exactly one quarter of C'A, if there 
were no friction in the gear. As there is some friction, the 
distance CE' at which a single force will neutralise both 
torques must be a little more than one quarter of C'A. In the 
actual machine, of which a photograph is shown in Eig. 88, 
the worm casing is supported on haU or roller bearings 
about the axes of the two shafts and the two distances 
C'A, C'D' are 24 and 6 in. respectively. The heavy weight 
him'g from the knife edge D applies a counter-acting torque 
about the two axes simultaneously, and the value of 
the smaller torque may be adjusted by means of the 
screw with head E and counter E attached. Ring bolts are 
secured to the base so as to prevent the heavy weight from 
tilting the frame through more than a small angle about either 
axis. Dash-pots are fitted to damp out vibrations about 
either axis. The shaft on the left-hand side of the photo¬ 
graph is the worm shaft; the shaft of the worm wheel which 
goes out at the back is not visible in the photograph. Elexible 
couplings are fitted to both shafts to allow the necessary 
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freedom in the casing. In using the dynamometer power is 
applied to the worm shaft by a four-cylinder motor-car engine, 
and the worm wheel shaft is made to transmit its power back 
to the worm shaft through the intervention of a slipping belt 
running just too fast for the worm shaft. In this way the 
engine is only called upon to supply the power lost in the whole 
of the mechanism. The power passed through the gear 
depends partly on the speed and partly on the tightness and 
consequent friction of the slipping belt, and these are capable 
of independent adjustment. 

In making a test the complete swivel framing is first care¬ 
fully balanced with the shafts at rest. The worm is then set 
into rotation and the weight hung at C', and there adjusted in 
amount until the frame is balanced about the worm wheel axis 
and the steady rod is floating in its eye-bolt. The torque in 
inch-pounds in the worm wheel shaft is then found by multi¬ 
plying the number of pounds in this weight by 24. The knife 
edge is then screwed along to some point E' beyond D' of 
Pig. 87, until the secured steady rod floats in its eye-bolt. 
When this is the case the torques on the two shafts are in the 
ratio of AC' to C'E', whereas if there were no friction it would 
be in the relation of AC' to C'D', and C'D'/C'E' is the efficiency. 

Supposing the efficiency to be 95 per cent., then C'D'/C'E' 
= -95, or since C'D' = 6 inches, C'E' = 6-322 inches 
with efficiency 96 per cent. C'E' = 6-248 „ 

with efficiency 97 per cent. C'E' = 6-186 ,, 

As the position of the knife edge at which the frame floats can 
be obtained with an accuracy of about inch, it is possible 
to determine efficiencies with an accuracy of J per cent. 

The results obtained with this apparatus have proved to 
be of the highest value. They have shown that the Manchester 
worm gear is unsurpassed in efficiency and that unexpectedly 
great pressure may be taken by the worm without loss of effi¬ 
ciency, and that this may reach the high value of 96-8 per cent., 
representing a loss of only 3-2 per cent. The efficiency is 
affected slightly, as might be expected, both by the speed and 
by the torque transmitted ; but for further information on 
the results the reader is referred to the original paper. It may, 
however, be well to mention that the friction with different 
oils and at different temperatures was found to depend upon 
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something besides the viscosity, and pure mineral oil was not 
so good as animal or vegetable oil; in fact, the frictional losses 
were in some cases nearly double as great with mineral oil as 
with animal or vegetable oils. 

It is clear that the Lanchester machine could be modified 
so as to test the efficiency of bevel gearing.] 

[Draw-Bar Dynamometers.] 

[The author has left no account of draw-bar dynamometry, 
such as is practised in the dynamometer coach of an experi¬ 
mental train. Strictly this is dynamometry,’’ and it comes 
more nearly under the heading of ^' transmission dynamometers ’ ’ 
than any other. He acknowledges however on page 15 the 
permission given to him to reproduce a figure of the dynamo¬ 
meter car of the Great Western Railway. I do not know 
whether the omission by the author to proceed with this was 
intentional, as taking him too far from his main subject, or not. 
I do not care, therefore, to do more than mention the existence 
of this class of testing and to refer in particular to two recent 
pubhcations. The first is by Prof. W. E. Dalby, in the Pro¬ 
ceedings of the Institution of Mechanical Engineers, 1912—14, 
in which the observations made in a trial run are treated very 
completely by graphical representation. The second will be 
found in a series of articles in the Engineer for the year 1913 
by Mr. C. R. King on ‘‘ The Dynamometry of Locomotive, 
with special reference to the Use of Super-heated Steam.”] 
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Recent forms of power-measuring machines of the Torsion 
type, designed to measure the shaft horse-power delivered hy 
marine engines, have been the outcome of the difficulty 
experienced in indicating a steam turbine in a satisfactory 
manner. The necessity of employing such machines is well 
and clearly shown in the first paragraph of a paper read on 
March 21, 1907, by Mr. Archibald Denny before the Institution 
of Naval Architects. He writes thus :— 

“When the suitability of the turbine method of propulsion for 
commercial work was proved by the success of the King Edward, 
built by my firm in 1901, it became apparent to us that it would be 
highly desirable to have a method of ascertaining the hors 3-power 
transmitted by the turbine shafts to the propellers. 

“ Until that problem was solved we could only work from the boiler 
to the propeller, and the efficiency of the turbine and the propeller 
must be lumped together. It is not possible to ‘ indicate ’ the turbine 
in the same way as is done for a piston engine, although I may say that 
a fair approximation can be got by ascertaining the fall of pressure 
through successive expansions by means of pressure gauges fixed to 
the turbine casing.” 

Before describing the torsion meters of different inventors 
we may briefly examine the principles underlying the con¬ 
struction of power-measuring machines of this type. 

If by means of a shaft of elastic material (well within its 



TORSION POWER-MEASURING MACHINES 19 i 


elastic limit) the energy of a prime-mover is imparted to a 
machine such as a rolling mill, or to the propeller of a steam¬ 
ship, and the following quantities are known—namely, the 
twisting moment of the elastic shaft T, in statical inch-pounds, 
the number of revolutions of the shaft per minute N, and the 
angular motion of the shaft 27rN—^then the horse-power 
transmitted is 

= s p- ob X 12 - » “““SSb NT. 

The function of this type of machine is to show, by some 
means, the angle of torsion, which represents a given statical 
twisting moment, when the shaft is rotating under load. For 
eflfecting this, optical, mechanical, and electrical methods have 
been pressed into service. The angle of torsion 9 for a given 
statical twisting moment T is first found when the shaft is at 



Fig. 89. 


rest, and from this determination other independent values 
of 6 and T are known, since 0 oc T. 

One method whereby the cahbration may be made is illus¬ 
trated diagrammatically in Fig. 89, in which AB is the shaft, 
supported on centres C, C. The weights W^, Wg act on the shaft 
through the arms Dj, A tubular sleeve is fixed to the shaft 
at Si, and another short sleeve is fixed to the shaft at Sg. In 
order that an exactly known length of shaft may be dealt with, 
the sleeves are fixed on the shaft by means of three equidistant 
pointed set screws which engage with the shaft on a line traced 
round it. In some of the earhest experiments on torsion this 
was the method employed for fixing the sleeves on a measured 
length of shaft. Recently annular edges have been employed 
to fix the sleeves, the sleeves being kept in position while they 
are clamped on by bolts and distance pieces (the method used 
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in the Hopkiason-Thring torsion meter). When these are 
removed, the two sleeves are left on the shaft hi exact position 
at a known distance Z apart. Known weights W^, W 2 are 
caused to act on the shaft and the deflection noted where the 
edges of the sleeves meet, so that a known twisting moment is 
indicated by the angle of torsion due to it, which can be read. 
Now, from the law connecting the twisting moment with the 
angle of torsion, we know that when the angle for any other 
twisting moment is read the moment is at once known, pro¬ 
viding always that the twisting moment is well within the elastic 
hmit of the material of which the shaft is made. Since the 
relative motion between the adjacent ends of the sleeves is very 
small, the reading is usually effected by means of some magni¬ 
fying device, either optical, mechanical, or electrical. 

The angle of twist in the case of a torsional ergometer is best 
found by actual trial when the instrument is set up. But for 
the purpose of finding d very approximately, as an aid in 
designing, the following method of calculation maybe employed. 
The angle of twist 6 can be found from the dimensions of the 
shaft transmitting a given H.P. at a given number of revolu¬ 
tions per minute, thus :— 


Let— 

the diameter of the shaft = d inches, 

the twisting moment = T in statical inch-pounds, 

the length of shaft under torsion = L inches, 

the revolutions per minute = N, 

transverse elasticity ♦ = G in millions of pounds per 

square inch. 


then the angular velocity = 27rN 

and the horse-power transmitted is 


and 


H.P. 


2n-NT 


T 


12 X 33,000 
33,000 X 12 X H.P. 


( 1 ) 

( 2 ) 


now T = fZi, where / = the greatest shearing stress 

„ Zi= torsional modulus of the shaft derived 
from the dimensions of the shaft; 


* This term G has heen called “ the modulus of rigidity.” By Prof. Unwin it 
is called ‘‘the coefficient of transverse elasticity” (“Machine Design, Part I., 
p. 60, 1909). 
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for a cylindrical shaft diameter d 


for a tubular shaft 


,7 _ TT {Zi^ — 
^^16 


# = 0*196 #, 


d 4 , 

0 * 196 ^ 


where d-^ and d^ denote the outside and inside diameters. 

For a cylindrical shaft 

ft - __ 2TL __ 32TL 

GZfd Gttc?^ * ‘ • 

Should the reader wish to find G, without very great accuracy 
in the reading of the length and angle of deflection being aimed 
atj the experiment can be made without any special apparatus 
on a small shaft mounted in a back-geared lathe, the fixed end 
of the shaft being held in a three-jaw chuck and the gear 
locked to prevent rotation. Near the ends of the shaft metal 
bosses carrying pointers of thin sheet steel are clamped. The 
bosses should be short and the section such that only an annular 
edge embraces the shaft. The edges of the steel pointers are in 
the plane of the annular edges of the bosses. This construction 
provides an easy way for placing the plane of the pointers at a 
given distance from fixed points on the rod. Beyond the boss, 
at the back-centre end of the lathe, a pulley is fixed on the shaft 
embraced by a flexible belt, such as webbing, from which weights 
are suspended to produce the desired torsion. The edges of 
the steel pointers move against vertical scales. When the 
shaft is unloaded the pointers should be horizontal, and the 
points in which they cut the vertical scales taken as the zero 
of each. The weights are put on in front of the lathe and the 
difference of the readings taken. The pointers should reach 
about 30 inches from the axis of the shaft towards the back of the 
lathe bed. For finding the tangent of the angle of deflection, 
and from it the circular measure of the angle, it will be found 
convenient to employ metric scales, the distance from the axis 
of the shaft to the vertical scales being also measured in milli¬ 
meters. In an experiment in which the shaft and apparatus 
were mounted as described the length of the torsion arm, 
namely, the radius of the pulley = 5*27 inches ; the load on its 
end = 2*2046 pounds ; the torsional moment = 5*27 X 2-2046 
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inch-pounds ; the distance from the fixed end to the boss 
Ibetweeii the pointers L = 25*59 inches; the radius of the small 
shaft r = dj2 = 0*1165 inch ; tan 6 = 0*09327 ; 0 in circular 
measure = 0*09308 ; tt = 3*14159. 

The connection between the quantities involved is embodied 
in the equation 

^ _ 32TL 


putting the values found into this equation we find that 
Gr = 10*512 X 10® pound inch square. 

From equations (2) and (3) 

TTp 27rNT 

~ 12 X 33,000 
_ 

“ 32L • 

If the torsional angle is read in degrees and written 6°, it 
must be converted to circular measure by the divisor 57-3, so 
that 


L 


^ 12 X 33,000 X 57-3 X 32 
X 0-3262. 


So that in each dynamometric experiment on the same shaft 
only 9° and N have to he recorded. 
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Ik this form of power-measTiring machine, as I have shown, 
the torsional angle of a shaft must be known while it is rotating 
and energy is transmitted by it. Horn * appears to have been 
the first to employ this direct method of measuring power. 
The torsional angle in his machine is shown by means of a 
pointer deflected by means of differential cog-wheel gear, the 
number of cog-wheels being eight. 

At each end of a known length of shaft a cog-wheel is fixed ; 
these are in gear with cog-wheels keyed on two small counter¬ 
shafts placed parallel to the main shaft, rotated in opposite 
directions by means of an intermediate cog-wheel. Bevel 
cog-wheels of a differential gear are keyed to these shafts, and 

* “ les Pandymomtes,” par G. A. Him : Paris, Gautier Viliam, ^76. 
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a pointer is fixed to the frame which carries the intermediate i 

bevel wheel, the axis of which is at right angles to the axes of 
the two former ones. 

The differential gear, consisting of two bevel cog-wheels, one j 

loose the other fixed on the same axle, each being in gear 
with a third bevel wheel, the axle of which is at right angles ^ 

with the former axle, appears to be the invention of H. Holds- 
worth, who patented the device (1826) in connection with the 
winding machinery used in the manufacture of cotton yarn. 

Since that date the method has been constantly employed in 
many different kinds of machines, such as the driving 
mechanism of telescopes, the differential governor of Siemens, 
and the driving gear of traction engines, tricycles and motor 
cars. In the case of vehicles it enables the two driven ^ 

wheels to rotate with different angular velocities while they 
are both being driven in the same direction. The mechanism is 
commonly known as “ Jack in the box.” But to return to 
the torsion machine of Him. When the main shaft revolves 
without torsion, the rotation of the two bevel wheels of the 
differential gear is e(^ual, but if torsion is set up in the main 
shaft, one cog-wheel advances on the other, and the frame of 
the intermediate bevel wheel is deflected and with it the 
pointer, which shows the angle of torsion. 

The end of the pointer is hinged to a light lever, which 
actuates the recording wheel of an integrator of the type 
employed by Morin, so that by this means the power trans¬ 
mitted during long periods of time may be estimated. This very 
interesting original paper should be read in order to appreciate 
the genius of Him. 

In 1893 I devised a differential gear for showing the torsion 
of a shaft transmitting work, in which only four wheels and 
a flexible joint were employed. In Hirn’s apparatus eight 
wheels were required. 

The machine was exhibited at the Soiree of the Eoyal 
Society (exhibit 22, p. 11 Descriptive Catalogue, Conver¬ 
sazione, Eoyal Society, May 2, 1894). 

EQ is the shaft (Fig. 90), LM its bearings, ABCD are 
gun-metal wheels of equal diameter made with involute 
teeth. The rod K below the shaft is carried in the bearings 
BN. 


i 
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The wheel D is carried on the arm. E, which is free to rotate 
about the axis of the shaft on a concentric sleeve ; the whwl D 
is driven hy means of the double flexible joint FG. not a 
Hooke’s joint. 

If the system he rotated when no work is being transmitted, 
then the pointer P remains at the zero of a divided dial, but 
when the shaft is subjected to torsion the point P is deflected 
through an angle proportional to the torsional angle in a plane 
perpendicular to the plane of the paper. Also, since the axis 
of the wheel B is fixed when the system is rotating, the pointer 
P indicates the angle of torsion. The arm E can be connected 
to an integrator by means of which the whole work done during 
• any time may be estimated. This form of differential gear 
appears to reijuire the least number of moving parts. The 
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Fig. 90. 

differential method of indicating the angle of torsion of a 
propeller shaft has been used by the author, and the results 
obtained show that the apparatus is practically dead-beat. 
The gear may also be used to indicate electrically when a 
certain limit of torsional angle is exceeded. 

Two optical methods of reading the torsion of a wire or 
shaft while rotating were shown at the Royal Society, May 2, 
1894. 

The first depends on the phenomenon of the retention of an 
image by the organs of vision for a fraction of a second. The 
second method depends on the reversal of the motion of the 
image of a rotating object by means of a combination of 
mirrors revolving at half the angular velocity of the object 
and in the same direction. 

The first method is illustrated by an apphcation of the 
optical principle to an instrument used to measure the -work 
done in rotating a copper cylinder in a magnetic field. The 
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arrangement of the apparatus is shown only diagrammatically 
in Fig. 91. 

A copper cylinder C is attached to a torsion rod or wire SS ; 
this wire is attached to the upper end of a tube which runs 
in the bearings BB ; the tube carries a cylindrical scale DB 
at its lower end, divided at its edge into degrees. The torsion 
rod is furnished with a double pointer PP, which is turned 

up at its ends so as to 
IV pass closely over the 

divisions of the scale on 
the cylinder ; the torsion 
wire at its lower end 
passes through an agate 
collar A fixed to the 
tube; by means of the 
pulley W the whole 
system is rotated about 
a vertical axis. 

The tube T carries an 
electric break K, and the 
primary coil of the induc¬ 
tion coil I is twice closed 
and opened at each revo¬ 
lution. The secondary 
wires go to a Leyden 
jar J and a spark at M 
illuminates the pointers 
and scale ; the light due 
to the spark is concen¬ 
trated by the lens L. 
Thus at whatever speed 
the system is rotating the spark is always made at the rigM 
instant, and thus the position of the pointer can be easily read. 
A small vacuum tube may be used at M, but the illumination 
is not so good as that due to the spark. This method of 
illumination enables the experimentalist to use the torsion 
balance while rotating at any required velocity. 

The name '' optical rotostat ” has been given by me to a 
combination of mirrors so arranged and moved that a rotating 
object viewed by reflection from their surfaces appears to 
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be at rest. It is described in EngineeriTig thus:—“ The rotostat 
is an. instrument for optically briaging to rest the image of 
revolving objects, such, for example, as the spokes of a revolvmg 
■wheel.” The instrument, used in conjunction with a torsional 
work-measuring machine, was exhibited at the same date 
(May 2,1884) at the Royal Society. Since that time it has been 
applied to a variety of uses. I find that prior to my experi¬ 
ment an optical arrangement for viewing mixed colours had 
been employed by Lord Rayleigh. In this case the coloured 
discs were fixed, and their mixing was produced by the rotation 
of an inverting prism. The description of the method is most 
interesting, and I give it at full length.* 

“ In conclusion I will describe an apparatus by which it is possible 
to observe these colour-matches without rotating the disks. . . . The 
idea, which. I carried out . . . was to spin an image oi the disks instead 
of thedisks themselves. An inverting prism was mounted in a tube which 
could be made to rotate. The axis of rotation is adjusted so as to point 
accurately to the centres of the disks mounted as usual. An eye applied 
to the prism sees the disks undisplaced as a whole, but inverted by reflec¬ 
tion. As the tube rotates, the image of the disks rotates also, and with 
double angular velocity. When the speed is sufficient, the colours 
lying on any circle concentric with the disks are blended exactly as if 
the discs themselves revolved.” 

The author was unaware of the existence of this method 
when he used the combination of mirrors for reading the dial 
of the ergometer when rotating ; although in each experiment 
practicaUy a reversing prism is used, yet they differ in this 

respect_namely, that in the experiment cited the instrument 

is used to mix that which is seen through it, whereas in the 
author’s apphcation of the reversing mirrors or prism the 
apparatus is used for optically bringing to rest a divided scale 
rotating before it, by rotating it at half the speed of the object 
viewed aind in the same direction as the object is rotating. If 
the reflector is a prism this is mounted in a tube which can 
rotate about its own axis. A ray of light passing along this 
a.-!ris is reflected as shown by the broken line DE from the 
face BO of the prism ABC. (Eig. 92.) 

* British Association Report, September 2, 1881, p^e 46. 
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I find that the rotostat is capable of another useful applica¬ 
tion, namely, to show when two engines are running at the same 
speed. The reflecting prism is rotated by one engine, while a 
disc with a line ruled on it as a diameter is rotated at half 
the speed of the former by another engine. If the two engines 
are running exactly at the same speed, the line does not appear 
to move, but if one gains or loses on the other, the line is 
rotated at a rate proportional to the difference of their speeds. 

[I used this device in order to 
^ bring the rotating film of the 

rainbow cup* to apparent rest, 
> - ^ showed how, with slight errors 

of centering, curious trochoidal 
g 2 disturbances are set up. The re¬ 

flecting prism used as described 
1)37 the author is not really exactly equivalent to a plane mirror, 
for it reflects a conical bundle of rays with its axis parallel 
to the reflecting surface (Fig. 93), bringing those rays that 
come from below up over the reflecting surface, by which they 
are totally reflected, and then allowing them to continue their 
path below this plane again. This, of course, is impossible 
with a plane mirror. As it is important that the reflecting 



Tig. 93. 

prism should be accurately placed in its tubular support, not 
only with the long edges of the reflecting plane parallel to the 
axis, but with this plane the right distance from the axis, I 
give the position calculated for the ordinary refractive index of 
glass, which is 1-5. With a right-angle prism of such glass 
the reflecting surface should be distant from the axis of rotation 
by an amount equal to-1125 of the length of the hypotheneuse 
face. All that part of the prism near the right angle, which is 

Proceedings of the Royal Society, Vol. LXXXVII., 1912, page 349. 
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mor© ijliQ/ii (IouIdIo tliis dists^ricc from 1)110 rolScctiiig fo^co, shown 
dotted in the figure, is outside the limit of rays entering the 
prism parallel to the axis which can be reflected from the 
larger face and is useless. If the reflecting face is not the correct 
distance from the axis of rotation, a central ray parallel to this 
acquires a lateral deviation, as shown by the dotted ray path 
in the figure. If the prism is so set that its reflecting surface 
is not exactly parallel with the axis, an angular deviation 
results, while if the axis about which the prism turns is not 
directed towards the centre of the rotating object which it is 
sought to bring to apparent rest, the object will appear to 
turn about an eccentric point at twice the speed of rotation 
of the prism, whereas the other errors give apparent motions 
at the same speed as the prism and the combination of errors 
leads to trochoidal curves, which, while full of interest, destroy 
the illusion.] 

During certain experimental work in which it was necessary 
that the energy transmitted by a rotating shaft should beknown, 
I devised in 1909 the following method of reading the angle of 
twist of the shaft, and found that it gave good results. It 
is easily applied and might be used for other similar purposes in 
the mechanical laboratory. Clear readings can be taken from a 
pointer moving over a circular dial which reflects light, while 
it rotates about a diameter. The optical principle involved 
is similar to that of the Thaumatrope of Dr. Paris, in which 
on one side of a card the head of a man was painted, and on 
the other side a hat. When the card was rotated by means 
of twisted strings attached to the opposite edges of the card, the 
head and hat appeared as one picture—^the rationale of the 
experiment being that the picture of the head is retained by 
the organs of vision until the hat appears, the two separate 
impressions thus making one picture. In my apparatus the 
reflecting dial, made of mirror glass, is fixed so that its plane 
is parallel with the axis of the shaft or of the spiral spring, the 
angle of twist of which is to be measured. The mirror is per¬ 
forated in the centre, and through the perforation the pivot 
which carries the pointer passes. The pointer is deflected (by 
means of connecting links attached to the shaft, and also to a 
sleeve fixed to the shaft) through an angle proportional to that 
of the twist of the shaft. 
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A parallel beam of light is projected on to the mirror dial 
by means of two plano-convex lenses, as used in a projection 
lantern, the source of light being an arc lamp slightly shielded 
by ground glass. The image of the pointer, moving over the 
divided scale, can either be viewed direct by one person by 
reflection, or, which is far more convenient, the image can be 
projected on to a screen, by means of two achromatic lenses, 
and then it may be viewed simultaneously by several observers. 
This latter method of viewing the. pointer is preferable to the 
former one, which is rather fatiguing to the eye owing to the 
intermittent flashes. Even when the speed of the shaft is 
slow, about 300 revolutions per minute, and the flashes occur 
at intervals of one-fifth of a second, the image of the pointer is 
clear and well defined. I have applied this optical method of 
reading a moving dial to a torsion work-measuring machine 
placed between an electric motor and a dynamo feeding an 
arc lamp. The best way of reading the torsional angle of a 
shaft is undoubtedly by means of an automatic record or trace 
made on a paper-covered cylinder driven from the shaft by a 
scribing pen the motion of which is proportional to the force 
ordinate at any instant and hence to the angle of torsion. 
The speed of rotation of the cylinder is reduced by means 
of gearing, so that a record extending over a long period of 
time may be taken. 

In some cases such an elaborate method of reading the 
torsional angle is not required, and the optical method I have 
described is sufficient for those cases in which only rather 
small powers are dealt with, as, for example, in aeroplane 
engines and motor-launch internal combustion engines. 

Electrical Methods oe Reading the Torsional Angle 

OE A Shaet. 

The Eebruary number of the Philosophical Magazine, 1898, 
contains the description of an electrical method devised by 
myself whereby the angle of torsion of an elastic shaft was 
determined while rotating. The method was applied to find 
the torsion of a long shaft used in driving a dynamo, and also 
the torsion of a solenoidal spring used as a flexible shaft to drive 
propellers of different forms under different conditions of 
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immersion. Two discs of insulating material were fixed near 
to the ends of the shaft. Each disc was furnished with a 
narrow contact-piece at its edge, connected to the shaft and 
two metal brushes (one of which was stationary and the other 
moveable) pressed on the discs as they revolved. An electric 
circuit was formed including the shaft, a line-wire, a battery, 
and a telephone. When the shaft was at rest and the brush 
was touching the contact-piece, on the disc at the driven end 
of the shaft, the brush at the driving end of the shaft was then 
adjusted by being moved on an arm which rotated about the 
axis of the shaft, so that on making or breaking the circuit a 
click was heard in the telephone ; this position of the arm and 
brush was marked as the zero from which the angle of torsion 
was reckoned. The shaft was then fixed at the driven end 
and subjected to a loiown statical torsional moment, and the 
brush rotated till a click was heard on making or breaking the 
circuit; thus a dial indicating the torsion of the shaft was 
calibrated. Since the angle of torsion is proportional to the 
statical moment, within certain limits, the dial was easily 
calibrated when one or more points on it had been determined. 
When the power of an engine was transmitted through the 
shaft to a dynamo, the engine being at one end of the shaft 
and the dynamo at the other end, the arm carrying the brush 
was moved over the divided dial till the click was again heard 
in the telephone. The angle through which it was moved 
was thus the angle of torsion of the shaft. And the value of 
any torsional moment was found from the indicated angle of 
torsion. If the torsional moment in statical inch-pounds is T, 
the number of revolutions per minute N, and the horse¬ 
power transmitted H.P., 

TTP - 

“ 33,000 X 12* 

Mr. Archibald Denny, not at the time of his experiments 
knowing of the existence of the paper I have mentioned, 
worked on almost exactly the same lines on workshop shafts, 
and also applied the method to the steamship Queen Alexmidra, 
as described in a paper read before the Institution of Naval 
Architects, March 2, 1907. 

The experiments of Mr. Denny are of so much value and 
interest that I have given a description from the paper cited, 
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which shows further developments tending to great accuracy 
of reading the torsional angle :— 

‘‘ Some fifteen years ago we had made numerous experiments with 
factory shafting, endeavouring to ascertain the absolute torsion of a 
shaft while running, and it therefore immediately occurred to me that 
this was the proper direction in which to attack the problem. We had 
tried various methods, principally using pierced discs and beams of 
light, but with very partial success. We had not tried any method 
involving the use of electricity, «and I therefore arranged for experiments 
to be made by this method on one of our factory shafts. The first 
trials were made by fixing discs on the shaft at a considerable distance 
apart, so as to get a reasonable amount of torque. The discs were of 
insulating material, and each had a contact point arranged at its 
periphery in such a manner that the point made momentary contact 
with a metal tongue or brush once in every revolution of the shaft. 
The contact points were connected to the shaft and the metal brushes 
to a battery and a telephone receiver. The method adopted was first 
to adjust the brushes, so that both made contact with the points 
simultaneously when the shaft was revolving but transmitting no 
power. When transmitting power the shaft was, of course, subject 
to a certain amount of torsion, and thus the brushes were put out of 
simultaneous contact. One of the brushes was then moved round its 
disc concentrically, until simultaneous contact was once more estab¬ 
lished. The amount of this shift gave a measure of the torque on the 
shaft, and to ascertain the correct amount of this shift the telephone 
receiver was placed to the ear, no sound being heard except when both 
brushes were in contact with the respective contact points, when a 
loud ' tick ’ was heard. The principle was thus of extreme simplicity, 
and the method of carrying it out seemed at first equally simple ; 
indeed, I may say that this first rough apparatus, which was quite 
successful, only cost a few shillings to make. We then set about 
making more accurate and elaborate apparatus on the same lines to be 
fitted to the Queen Alexandra, which was nearly ready for trial, with an 
assured hope of getting satisfactory results. 

“ The factory shaft on which we made the original experiments ran 
about 120 revolutions per minute, but the revolutions of the Queen 
Alexandra's side shafts were over 700, and when we came to make 
experiments at this high speed we found the new apparatus was useless, 
as no certain sound could be got. We tried many forms of contacts, 
and after numerous experiments we did succeed in the Queen Alexandra, 
with revolutions about 750, in getting some fairly consistent results ; 
but it was impossible to be quite certain of the exact point at which the 
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make and break in. tke circuit took place, and we were never quite sure 
of onr results : still, we bad made a great step in advance.’’ 

(Probably this difficulty of adjustment was due to the 
inherent property of a shaft, when driven by a recipro¬ 
cating engine at high speed, of oscillating about its axis at 
a certain definite rate for a given rate of rotation. These 
oscillations are imposed on the torque of the shaft while 
rotating, and under certain conditions have a marked lag, 
with respect to the torsional moment at any instant, a point 
clearly shown by Dr. Eottinger, P.J.J.S.) 



‘‘ Mr. Charles Johnson, a member of our stafi, who assisted in working 
out this problem and was closely connected with it from the first, 
thoroughly appreciated the difficulties, and realised the desirability of 
getting away from the unreliable rubbing contact, and he ultimately 
succeeded in solving the problem in a most ingenious way. 

‘‘ Eig. 94 shows his original solution. Two gun-metal wheels, A and 
B, were fastened to the shaft at a definite and known distance apart, 
the distance being as great as possible. On each wheel a permanent 
magnet, with a sharp chisel-shaped edge, was fixed radially at the 
periphery of the wheel and with the sharp edge parallel to the shaft. 
At one end a soft iron electromagnet C, wound with fine wire, similarly 
chisel-shaped, was fixed, so that the moving magnet passed directly 
over the electromagnet once in each revolution. At the other end a 
similar electromagnet D was mounted on a screwed sector, and wires 
from these electromagnets were led to a difierentialiy-wound telephone 
receiver. If the shaft revolved without transmitting powder, the 
permanent magnets passed these electromagnets simultaneously, and 
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currents of electricity generated in each coil passed through the tele¬ 
phone receiver, but, the currents being equal and opposite, no sound 
was heard. When the shaft transmitted power, the permanent magnets 
passed the electromagnets at different times, and hence a sound was 
heard in the receiver. By turning the hand-wheel shown in diagram, 
a new position of silence could be obtained, when it was evident that 
the two permanent magnets were again passing the electromagnets 
simultaneously, and the amount of torque could be ascertained from 
the reading of the sector screw.” 

A further development of this machine and apparatus is 
described under the heading, The Denny-Johnson Torsion- 
Meter.” 

Most interesting' and valuable researches have been made by 
Mr. Hermann Frahm on the torsional stresses developed in pro¬ 
peller shafts when running on ships. The work, which began 
in 1899, has led to the invention amongst other things, of the 
now well-known Frahm Speed-indicator, the action of which is 
based on resonance. A large number of minute white squares 
form the ends of thin steel reeds of different pitch ; these are 
clearly visible on a dark background. These steel reeds are 
attached to a shaft which is made to vibrate by means of an 
electromagnet, the current being supplied from a small alternate 
current dynamo of the induction type, driven by the engine 
the speed of which is to be known. The vibration is imparted 
to all the reeds, but those reeds only whose natural period of 
vibration synchronises with the period of the alternate current 
are thrown into vibration sufficient to be seen. This instru¬ 
ment may be placed at any convenient distance from the 
engine, and out of reach of other disturbances. 

Mr. Frahm attacked the problem of discovering why pro¬ 
peller shafts were apparently exposed to stresses far in excess 
of what was generally supposed by marine engineers. It has 
been the case that propeller shafts have been fractured in a 
quiet sea, while such fractures did not appear to be due to 
defective material, nor did it appear likely that they could be 
due to couples, caused by steam pressure, since such forces 
seldom reached a dangerous value. 

In November, 1899, Messrs. Blohm and Voss began an 
experimental investigation of the subject, which was con¬ 
ducted by Mr. Hermamx Frahm. Since the distance between 
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the prime-mover and the screw is usually great, the propeller 
shaft could not ho regarded as a rigid body : it is in fact a 
kind of spiral spring constantly changing ui torsion as power 
is being transmitted by it when driven by any reciprocating 
engine. The matter would be different if the shaft were driven 
either by an electric motor or by a turbine. The torsion of the 
shaft would be then practically constant. But when the source 
of power changes, so also must the torsion of the shaft. But 
the changes in the torsions will not be proportional to the 
torsional stresses, as commonly assumed. It w^ould be 
exceedingly difficult to predict what dimensions such changes 
would have. The torsional stresses in the shaft both as to 
magnitude and variation had to be found first. This was 
done by measuring in one revolution of the shaft, step by step, 
the torsions at the instant, in their absolute amounts. The 
torsional stresses could then be estimated. The next step was 
to obtain simultaneous readings of the changes of velocity of 
the whole system, both for the engine and the screw. After 
many preliminary experiments the following methods of work¬ 
ing were adopted:— 

Thin sheets of zinc foil were wrapped round the flanges, 
which were as far apart as possible. A scribing point of 
platinum, carried by a lever, pressed against each zinc foil, 
the pivot of the lever being supported on a nut on a screwed 
spindle placed parallel with the propeller shaft. An electric 
motor, the speed of which could be regulated, was placed close 
to the flange. The shaft of the motor carried two equal 
contact discs which made and broke the current in two inde¬ 
pendent circuits. These were led from the positive conductor 
to the contact-breakers and the platinum points through 
resistances. The zinc foil was coated with a black oxide; 
this was removed by the platinum point as long as the current 
acted. The method of making the experiment was as follows. 
When the high-pressure piston was at its highest point, the 
engine was stopped and the exact position of the platinum 
points marked, and this was the zero position, and in order to 
obtain this point exactly and as far as possible free from the 
friction of the bearing of the shaft one mark was made when the 
engine was stopped after moving in one direction and another 
made after moving the engine m the opposite direction ; the 
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mean position between the two marks was taken as not far 
from the true zero. 

The engine was run for some time before the experiments 
■were commenced. The electric interrupter was then made to 
run at the correct speed and the electric circuits were closed. 
The levers were then, at a given signal, brought down on to 
the zinc foils and again removed at another signal; during this 
time spiral curves were drawn on the zinc foils, broken up at 
definite distances by the breaking of the current. The breaks 
gave data for plotting velocity curves for the two flanges, 
equal time spaces being marked by the beginnings of the 
breaks. In order to plot the velocity curve these distances, 
as marked on the foils, were set up as ordinates, the corre¬ 
sponding abscissae denoting time. The curve plotted through 
the tops of these ordinates is the velocity curve. 

In a second experiment the torsions, and hence the torsional 
stresses, were found thus. The zinc foils were placed in abut¬ 
ment, so that the marks for zero torsion and the top position 
of the high-pressure piston were on the same perpendicular. 
The relative angular displacements of the style marks, which 
corresponded to the same instant, marked the torsion of the 
shaft, which lay between the flanges. These torsions when 
plotted graphically led to a curve which showed the changes 
in the turning moments. The mean turning moments were 
calculated from the mean amplitude of this curve, and hence 
the power given to the propeller (the modulus of elasticity 
of the steel being known). Three shafts were made by three 
different firms—^namely, E. Ehupp, Bochumer Verein, and 
Gewerbschaft Wilkowitz—and tested at the Royal Mechanical 
Testing Station, Charlottenburg, and the mean value of the 
modulus of elasticity for thrust found by torsion tests. The 
modulus of the three shafts varied very slightly, and equalled 
828,000 .kilograms per square centimetre. Using this number 
the effective horse-power transmitted was calculated, and also 
the efficiency of the engines, that is, the ratio of the effective 
horse-power to the indicated horse-power. 

Mr. Frahm states that, so far as he was aware, these were the 
jfirst experiments in which the brake horse-power of engines of 
several thousand horse-power have been. aQQWately found by 
using the shaft as a dynamometer. 
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The Torsion Meter of Dr. Fottinger.^ 

In this torsion meter two sleeves or tubes embrace the shaft 
to which they are fixed at their remote ends (Fig. 95). . The 
free ends of the sleeves 

where they nearly abut ^—*>1 

a»re furnished with discs ^ j | [ ^ 

which form parts of the j 

sleeves. When the shaft ; ■ 1 

is subject to twist, points ! : j i 

on the edges of the discs ! i^r—^ 

initially opposite to one I I——h—— 

another are displaced JZZT”'""" \x 

through the angle of 5 

torsion for a given length ^ 

of shaft. ^ 

By means of levers J- K 

linked to the two discs I, ,- ^ - L . .—. . . . . . ^ 

II, this angle of torsion ^ 

is magnified about thirty • ' || 2 

times and recorded by ‘ yv :— —-r — —^ 

means of a tracing point n-p 

on a cylinder which ro^ - 

tates concentrically with \ | 

the shaft but at a con- -4 

venient rate more slowly i 

than the shaft, the re- __r— 

duction of speed being J I j 

effected by gearing. For ^ : | 

example, when the ratio ^ : j 

was 1 to 4, the length of | : | 

one diagram gave the ' , . . j 

curves due to four revo- i ^ 

lutions of the shaft. The | j | 

record of no torque is -c=" 

a circumferential line 

traced on the cylinder, or a straight line when the record is laid 
out on a plane ; it is the zero line from which the ordinates of 
torque are measured, and the area of the diagram is proportional 

* Schiffbautechnische Gesellsehaft, 190S. 
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to work done. This can be integrated, as already explained at 
p. 64. When the apparatus is used on a shaft driven by a 
reciprocating engine, the varying torque is shown as an undu¬ 
lating line—on one side of the zero 
ll Ivl when the ship is going ahead 

li on the other side of the zero 

Ip line when going astern. Some idea 

11 Pi of the reading for a given diameter 

p and length of shaft may be formed 

I I ^ from the following details relating 
to the Kaiser Wilhelm II. 

The diameter of the shaft was 
604 millimetres = 23*78 inches ; 
the length of the shaft was 2,200 
millimetres == 86*614 inches ; 
test radius on discs of the shaft 
was 550 millimetres = 21*653 
inches ; 

§ revolutions per minute of the 
^ shaft was 80 ; 

S amplitude of curves obtained was 

40 millimetres = 1*574 inches ; 
the magnification of the lever 
system was 27. 

Two loose cyhnders were em¬ 
ployed driven by sun-and-planet 
gearing. When the engine employed 
to drive the propeller is either an 
electric motor or a turbine, then the 
mean effective torque is represented 
by a fairly straight line. As speed 
increases, so do troubles due to 
centrifugal forces, and these forces 
had to be contended with and care¬ 
fully balanced: these important de¬ 
tails appear to have been effectively 
worked out by the inventor. By means of this torsion 
meter and ordinary indicator diagrams sixteen in number, both 
the shaft horse-power and the indicated horse-power were found, 
and hence the ejfficiency of the engine for different values of 
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the power. In the case of the steamship mentioned, on her 
first voyage an efficiency of 95 per cent, was reached, and 
on a subsequent voyage an efficiency of 93 per cent. 

In Fig. 96 is shown a curve recorded by the torsion indicator 
(continuous line), from which has been deduced the tangential 
curve for mean speed (broken line). There is apparently 
a curious difficulty in obtaining the true reading of torque 
diagrams, and comparing their ordinates with the tangential 
force, when the engines are running. If the diagram is marked 
0 when, say, one of 
the cranks is highest 

and the engine is at . _ A 

rest, when the engine '- Emma, »»» 

is working and the ^ |"^l 

shaft is stressed, this _ JY I a»> 1 

point will be shifted, I 

the shaft having tra- ^ ^ 

veiled past its dead 

point by the amount ■» 

of the angle of torsion w id id so m % ilc 

. ., . , , - Me^lojtuf/is per mimtlD -»- 

at the instant when t. 

1 ^ Fig. 97. 

scribing point cuts 

the mark. Light can, I beheve, be thrown on this rather 
difficult point by making the crank print a mark on the 
diagram, when it is at either its highest or lowest point, by 
electrical means. This would mark the shifted zero. The 
diagrams clearly show the existence of natural vibrations, 
developed at certain shaft speeds. When the torque diagram 
is integrated by means of a planimeter, the mean torque and 
the effective power can be calculated. 

In Fig. 97 the efficiency curve is shown. It indicates a 
satisfactory result: down to one-fifth of the maximum horse¬ 
power the efficiency curve is nearly straight, and at 95 per cent, 
for a range between 20,000 and 10,000 h.p. Points on the 
efficiency curve are found thus. The effective power, as found 
by the torsion meter, is divided by the indicated power, deduced 
from the readings of all the steam indicators. The quotient 
gives the length of the efficiency ordinate, 

Mr. Herman Fottinger’s communication to the Schiffbautech- 
nische Gesellschaft should be well studied by those who wish 

P 2 


W 30 40 so a 

Me>folziJbU}njt per mi/mJbD 

Pig. 97. 
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to appreciate very exact and careful work, on the difficult 
problem of dealing with power transmitted by shafts which 
have a natural period of vibration at certain critical speeds. 

The Denny-Johnson Torsion Meter. 

In this torsion meter two sleeves or tubes are fixed on a 
propeller shaft, their ends being at a known distance apart; 
as in some other forms of torsion meters, one sleeve is long and 
the other short. Where they abut they do not touch, but are 
furnished with projecting arms. When the shaft is trans¬ 
mitting power, and subjected to torsion, the two arms move 
relatively, to one another, the displacement being proportional 
to the torsion of the shaft, the length of which extends between 
the circumferences embraced by the two sleeves. On one arm 
of a sleeve the primary coil and core of a small transformer is 
fixed, and the secondary coil of the transformer is attached to 
the arm of the other sleeve, while a small air-gap separates the 
adjacent ends of the cores of the transformer. Erom this it will 
be seen that the air-gap length changes with the angle of 
torsion. The currents through the transformer are so led by 
means of slip-rings to brushes and return wires or earths (if 
the framework of a ship may so be called) that the primary may 
be excited by a small motor-driven alternator, while the 
secondary is connected to an alternate current voltmeter; so 
that the reading of the voltmeter is proportional to the angle 
of torsion and the voltmeter becomes the torque meter. The 
torque meter is cahbrated in fractions of an inch of air-gap 
length and therefore of torsion, and the scales are divided in 
tenths, hundredths, and thousandths of an inch, the smallest 
division being easily subdivisible by eye ; the error of observa¬ 
tion is said to be practically nil. 

The Torsion Meter oe Proe. B. Hoekinson, P.E.S., and 
Mr. L. G. P. Thring. 

The principle of this apparatus is a differential one, and 
depends on the observation of the twist of a shaft between two 
adjacent points on it by means of two beams of light projected 
from a fixed and a movable mirror on to a graduated scale. 
The beam of light projected by the fixed mirror determines the 
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zero point of the scale, and that projected hy the movable 
mirror indicates the amount of torque of the shaft while 
rotating and driving the propeller of a ship. Although both 
mirrors rotate with the shaft, even at moderate speeds the 



OF torque mirror 


Fig. 08. 



Fig. 99. 


reflections appear as lines of light across the scale, which can 
be easily read. When this form of torsion meter is applied to 
a shaft driven by a turbine engine the reflected line of light is 
steady. Changes of torq[ue would be due only to varying 
resistance experienced by the propeller through the change of 
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the position of the blades, in the case of the ship pitching. 
Even when reciprocating engines are employed, a good estimate 
can be made of the imposed torque, which, of course, varies 
during each revolution of the shaft. The construction and 
application of this torsion meter is shown in the two figures 
(98 and 99). A collar A, which is clamped to the shaft, is 
provided with a flange projecting at right angles to it and a 
tubular extension. A sleeve B, also having a similar flange 
and tubular extension, abuts against the collar. The collar 
and the sleeve are rigid, so that when the shaft is subject to a 
twist when transmitting power the flange of B moves relatively 
to the flange of A. This displacement is indicated by a mirror 
called the “ torque mirror,” actuated by a small lever C pressed 
by a spring on to a projection D. The axis about which the 
mirror rotates is at right angles to the axis of the shaft. The 
relative movement of the flanges rotates the torque mirror 
through a small angle, and deflects a beam of light over a 
divided scale, a reflection being received at each half-revolution 
of the shaft, since the mirror reflects from both of its surfaces. 
Eig. 98 shows the shaft in section and the disposition of the 
optical apparatus. 

Prof. Hopkinson recommends a direct calibration of the 
shaft, with the instrument in the position in which it will be 
used before the shaft is put into the ship. This recommenda¬ 
tion is excellent and sound, and more accurate than working on 
the assumption that the modulus of rigidity is absolutely the 
same for each propeller shaft along its whole length. It has 
been shown (“ Notes on the Measurement of Shaft Horse¬ 
power,” Institution of Naval Architects, March 18, 1910) that 
when the modulus of rigidity was taken at 12,000,000 lb. per 
square inch, the stiffness of the shaft so calculated was nearly 
always correct to within about 4 per cent. It is also important 
that the torsion meter should be permanently used on that 
length of shaft on which the twisting experiment was made 
when loaded by means of levers and weights, since the modulus 
of rigidity may vary slightly from point to point along the 
length of the shaft. It appears that experiments have yet to 
be made to investigate the difficult point, namely, whether the 
twist of a shaft is the same without and with the added pressure 
along its axis due to thrust. It must be remembered that the 
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conditions under which the shaft is calibrated by means of 
levers and weights are not exactly the same as those under 
which it normally works. When the shaft is calibrated in the 
works it is subjected to no end thrust such as exists when 
driving a propeller. The question then arises, Is the twist the 
same under the changed condition ? Prof. Hopkinson writes : 
^‘It is a question of some importance whether the presence of 
this thrust affects the relation between torque and twist.'’ 
The problem requires experimental investigation; on full- 
sized shafts the quality sought for would be small, but well 
worth the trouble of finding. 


[The Toesion Dynamometek of De. Alfeed Amsler.] 

[This instrument was shown at the meeting of the Institution 
of Mechanical Engineers at Zurich on July 25, 1911, and it is 
described and illustrated in the Proceedings of the Institution 
of that date. I am enabled to reproduce one of the figures 
which sufficiently illustrates the construction, a courtesy on 
the part of the Institution for which I thank them. Two 
torsion dynamometers were shown, one with a capacity of 
4,340 inch-pounds, and the other with a capacity of 6,944 inch- 
pounds, or 50 and 80 metre-kilograms respectively. 

Pig. 100 is a longitudinal section of the smaller of the two. 
The torque is transmitted from the coupling P to the coupling H 
by means of the torsion shaft G. The two discs 0 and N, 
carried by the sleeve A, rotate with the coupling P, while the 
transparent circular celluloid scale U, attached to the disc M, 
moves with the coupling H. P and T are slits in the discs 0 
and N through which the observer can see the scale, most con¬ 
veniently by reflexion from a mirror as indicated, the scale 
being illuminated by a lamp. When the machine is running 
fast enough for the persistence of vision to be effective, the 
eye is able to see the scale apparently stationary, the slit T 
defining the particular division, which should be read without 
parallactic disturbance, while a widening of the slit T at one end 
into a window makes it possible to see the adjacent divisions 
and the number of degrees indicated. By carrying the eye 
round the circle the reading of the torsion can be made at any 
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desired part of the revolution, so that if the torque is uniform 
the same reading will be obtained in all positions ; but if it is 
subject, as in an engine driven by one or two cranks, to cyclic 
variation this also may be detected and measured* Dr. Amsler 
gives the following figures for the smaller machine. The torsion 
shaft is made of a special spring steel of very high yield-point, 
that is, above 6,000 kilograms per square centimetre (90,000 
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Tig. 100* 


lb* per square inch). The length is 40 centimetres (15| inches), 
its cross section is 12 x 12 millimetres (-4725 x *4725 inch). 
With a twisting moment of 20 metre-kilograms (1,736 inch- 
pounds) the torsion is 20 degrees and the stress 5,200 kilograms 
per square centimetre (78,000 lb. per square inch), which is 
well below the yield-point. 

Mr. H. H. Broughton, who spoke in the discussion, has given 
in the Electrician of December 12, 1913, an account of some 
torsion dynamometers that he has set up in Brighton. He 
used both the double-contact system and the illumination of 
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the scale hy spark, but in his experience the simple optical 
arrangement of Dr. Amsler is greatly to be preferred.] 


[The Torsion Meters of Lux, Johnson, and Thurston.] 

[In Engineering, November 24, 1911, p. 715, there is an 
account of a development of the torsion dynamometer depend¬ 
ing on the torsion of the shaft by Fritz Lux, the object of 
which is to make a horse-power meter which will integrate 
the power transmitted by the shaft to the propeller of a steam¬ 
ship. The torsion is measured by an electrical arrangement, 
and an electrically-operated counter is so contrived that the 
torsion angle and the angular speed are both factors which 
determine the speed of rotation on the indicating dial. Thus 
the record is one of horse-power hours. One of these was 
being fitted to the cruiser Ersatz Kondor.l 

[On p. 605 of the same volume there is an account also of an 
electrically-worked torsion power indicator by Mr. C. H. 
Johnson, assistant works manager of Kelvin and James White. 
In this the angle of torsion is measured by the electrical effect 
of a sliding contact on a short piece of hard high-resistance wire. 
The contact is at the middle point when there is no torsion, 
and it moves one way or the other according to the direction of 
the torque. This produces a potentiometer effect which may 
be indicated as torque in any part of the ship. In the case of a 
ship with three propeller shafts the connections from the three 
shafts are brought to a single instrument board, where the work 
being done by each shaft may be determined very quickly.] 
[In Engineering, November 8, 1912, p. 627, there is an 
illustrated account of the whirling table for aeroplane and 
propeller tests by Mr. A. P. Thurston, and made for the East 
London Technical College. In this the torque is measured 
by electrical means.] 
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desired part of the revolution, so that if the torque is uniform 
the same reading will be obtained in all positions ; but if it is 
subject, as in an engine driven by one or two cranks, to cyclic 
variation this also may be detected and measured. Dr. Amsler 
gives the following figures for the smaller machine. The torsion 
shaft is made of a special spring steel of very high yield-point, 
that is, above 6,000 kilograms per square centimetre (90,000 



Fig. 100. 


lb. per square inch). The length is 40 centimetres (15| inches), 
its cross section is 12 x 12 millimetres (-4725 x *4725 inch). 
With a twisting moment of 20 metre-kilograms (1,736 inch- 
pounds) the torsion is 20 degrees and the stress 5,200 kilograms 
per square centimetre (78,000 lb. per square inch), which is 
well below the yield-point. 

Mr. H. H. Broughton, who spoke in the discussion, has given 
in the Electrician of December 12, 1913, an account of some 
torsion dynamometers that he has set up in Brighton. He 
used both the double-contact system and the illumination of 
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the scale Tby spark, but in Ms experience the simple optical 
arrangement of Dr. Amsler is greatly to be preferred.] 

[The Torsion Meters oe Lhx, Johnson, and Thurston.] 

[In Engineering, November 24, 1911, p. 715, there is an 
account of a development of the torsion dynamometer depend¬ 
ing on the torsion of the shaft by Fritz Lux, the object of 
which is to make a horse-power meter which will integrate 
the power transniitted by the shaft to the propeller of a steam¬ 
ship. The torsion is measured by an electrical arrangement, 
and an electrically-operated counter is so contrived that the 
torsion angle and the angular speed are both factors which 
determine the speed of rotation on the indicating dial. Thus 
the record is one of horse-power hours. One of these was 
being fitted to the cruiser Ersatz Kondor.} 

[On p. 605 of the same volume there is an account also of an 
electrically-worked torsion power indicator by Mr. 0. H. 
Johnson, assistant works manager of Kelvin and James White. 
In this the angle of torsion is measured by the electrical effect 
of a sliding contact on a short piece of hard high-resistance wire. 
The contact is at the middle point when there is no torsion, 
and it moves one way or the other according to the direction of 
the torque. This produces a potentiometer effect which may 
be indicated as torque in any part of the ship. In the case of a 
ship with three propeller shafts the connections from the three 
shafts are brought to a single instrument board, where the work 
being done by each shaft may be determined very quickly.] 

[In Engineering, November 8, 1912, p. 627, there is an 
illustrated account of the whirling table for aeroplane and 
propeller tests by Mr. A. P. Thurston, and made for the East 
London Technical College. In this the torque is measured 
by electrical means.] 













CHAPTER XIII 


THE CRADLE DYNAMOMETER 

Jervis-Smith : Ergometer for small electromotors 
C. E. Drackett; Cradle dynamometer .... 

Dr. Drysdale : Cradle dynamometer .... 

Marcel Deprez : Knife-edge suspension .... 

Davis and Shaw: Cradle dynamometer .... 

This form of work-measuring device was employed by the 
author in the year 1881. It was described in the journal of 
the Bristol Naturalist Society, 1883 (“ Ergometer for Small 



Electromotors ”) ; a description will also bo found in 
“ Dynamo-Electric Machinery,” by Prof. S. P. Thompson, 
1884, p. 384. This type of dynamometer has been called the 
“ Cradle Dynamometer,” from the fact that in some cases 
the motor, when tested, is supported on a cradle free to 
oscillate. Referring to the diagram Fig. 101, the dynamo or 
motor BD is pivoted concentrically and balanced about the 
axis of the armature E. If this is a motor and the armature 
is driven in the direction of the curved arrow there will be a 
reaction as shown by the arrow P, and the force P X the dis¬ 
tance d is a torque equal and opposite to that experienced by 
the armature. If it is a dynamo the force at P will be in the 
opposite direction, but the arrow shows the direction in which 
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a force must be applied to resist the torque felt by the field 
magnets. The invention was the outcome of experiments made 
by me, with a view to make a motor, or a dynamo, regulate the 


Fig. 102. 

current supplied to it or delivered by it. The principle on 
which the machine works is as follows. The bearings on which 
the armature runs were supported on antifriction wheels so 
that the field magnet, which was carefully balanced, was free 
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to rotate, the ratio of the diameter of the hearings to the 
diameter of the wheels being about 1 to 7. The axle of the 
armature was attached, in certain experiments, to a small 
propeller shaft, the behaviour of which was to he tested under 
different conditions. When the motor drove the propeller, 
reaction was set up between the armature and the field magnet, 
and the latter was displaced through an angle the magnitude- 
of which was proportional to the extension of a spring. The 
spring in some cases took the form of a torsional spring, the 
axis of which lay in the axis of the armature shaft, or of a spring 
balance, as in Eig. 102 ; also, in some cases, a weight fixed 
upon an arm projecting from the field magnet acted against the 
couple due to the field magnet and the armature. The arm 
was so placed that as the angle increased so too did the 
moment of the weight about the axis. When the number of 
revolutions per minute N were known and the effective radius in 
feet R at which the force in pounds E acted, the power was at 
once given by the equation 


tt 27rJLvJB ^ 

Hor«e.power=.p^_ 

where tt = 3-14159 and 33,000 is the constant of Watt. 

In the Electrical World, New York, of January 5, 1884, a 
dynamometer working on somewhat the same principle invented 
by Prof. C. E. Brackett, of Prinstown, New Jersey, is described. 
In this machine the cradle holding the motor was constructed 
of steel, and carried on knife edges. This is under certain 
conditions a better way of carrying a considerable weight than 
my own, namely, on antifriction roller bearings. 

Dr. Drysdale has devised a direct-acting dynamometer of 
this type, described in Engineering of November 24, 1906. 
The knife-edge method of carrying a load employed does not 
appear to be as popular as it might be ; some people have mis¬ 
givings as to this method of support. We have but to consider 
the excellent results obtained in huge testing machines, in 
which the loaded beam is carried on steel knife edges, to be 
much encouraged to use the method in many other mechanical 
combinations. Of course, when the motor or dynamo is 
carried on knife edges, the belt drive must be in a vertical or 
nearly vertical line. When antifriction wheels are used, three 
on each side, the belt may be driven from any direction. 
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la the experimental plant designed by Dr. Drysdale* the 
principle of the balanced field magnet type of dynamometer 
(see p. 225) is employed. The generator, a four-poled eight- 
kilowatt direct-current machine by Westinghouse, designed to 
give 100 volts between the speeds of 750 and 1,600 revolutions 
per minute, was carried outside its bearings by ball races con¬ 
taining balls I in. diameter. The field magnet was thus free to 
rotate. Two gun-metal arms fitted to the sides of the motor 
were provided with knife edges from which weights were 
suspended. The arms were fitted with two knife edges, one 
2*625 feet from the axis, the other at 71*4 centimetres from 
the axis. When the machine made 1,000 revolutions per 
minute 2 pounds on the external knife edge represented 
1 horse-power and 3 pounds on the inner knife edge 
represented one kilowatt. Knife edges on both sides enabled 
powers, whether positive or negative, to be measured 
with either direction of rotation of the armature. The 
electrical connections were flexible. Since this .machine is 
fixed, the machine to be tested is carried on an adjustable 
slotted table which can be regulated for height by means of 
screw gear. The method of connecting the two machines is as 
follows. An American self-centring chuck forms a part of the 
connecting shaft. In order that the alignment shall be as 
. perfect as possible, the end of the telescopic shaft is furnished 
with a small cone at its centre, which fits into the countersink 
of the shaft of the machine to be tested. The sleeve of the 
telescopic shaft passed through a' ring supported from the 
floor, a space of in. being left round the shaft when it is 
correctly centred. The clearance when the little cone of the 
shaft was brought up to the counter-sink of the shaft showed 
at once whether one end of the shaft of the machine was on the 
axis. By the application of an ingenious optical method the 
other end of the shaft was brought into correct position, and 
by means of a weight movable on a rod projecting from the top 
■ of the field magnets the centre of gravity of the machine was 
adjusted. 

When the machine was carried only on ball-bearings it was 
not sufficiently sensitive, and Dr. Drysdale found that tests 

* See Electrician, p. 517, VoL LXV., July 8, 1910; Drysdale, Engineering 
November 24, 1905. 
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could not be accurately made much within 5 per cent. In 
order that the sensitiveness should be increased, the machine 
was swung on knife edges. Einally, the machine was carried 
by means of a scale-beam placed above it supporting its weight 
through links on each side of it, each joint being of the knife- 
edge and flat kind. By means of the beam and links the 
weight of the machine was taken off the ball-bearings. The 
fulcrum of the beam was adjusted for height by means of a 
vertical screw and wheel. In my own form of balance dynamo¬ 
meter the antifriction wheels were large in comparison with 
the cylindrical bearings of the armature, in some cases as much 
as 10 to 1. For motors which were not very heavy the method 
of support gave good results. 

Marcel Deprez suspended the field magnets of his machines 
of the Gramme type by knife edges on planes outside the 
bearings of the armature which was carried on separate bearings 
on each side of the machine. I have been recently informed 
by Messrs. Joshua Buckton & Co., the well-lmown makers of 
testing machines, that properly-constructed knife edges and 
planes will carry satisfactorily a load of five tons per inch run, 
the condition for getting a good result being that the highest 
quality of steel be employed, properly hardened, and ground 
dead true so as to ensure a bearing along their whole length. 

Mr. J. Davis and Mr. F. Shaw have employed a cradle dyna¬ 
mometer designed by Mr. A. E. Moore, of the Manchester School 
of Technology, in a research on the output of a generator and 
the efficiency.* Also on the curves connecting iron loss torque 
and speed. This machine is carried on ball-bearings instead 
of knife edges. The results for sensitiveness appear to bo 
excellent. 

[A cradle dynamometer is described in the next chapter 
under Motor-car Engine Tests,’’ by Dr. Watson, F.R.S.] 

. Electrical Engineers, Manchester, Students’ Section, 
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When an. intoinal combustion engine is tested for brake horse¬ 
power "witli the usual forms of rope brake, considerable vibration 
is set up and the readings of 
the balance scale are difficult 
to determine with accuracy. 

This arises from the fact that 
the rate of rotation changes 
during each reyolution. It 
has been found that the 
vibration can be eliminated 
considerably, when testing 
the internal - combustion 
motor, by connecting it with 
some form of hydraulic brake, 
such as that of brotherhood. 

The average torque per revo¬ 
lution is then given and a 
trustworthy result obtained. I find when making such a test 
that it is best to connect the motor to the dynamometer through 
two flexible couplings, such as those made under the Zodel- 
Voith patents (Fig. 103). In this coupling each of the two 
opposed flanges, one driving and the other driven, are furnished 
with eight curved projections having rounded ends ; a con¬ 
tinuous belt led to and fro between these projections forms the 
flexible connecting link. Another very early flexible coupling 
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consists of a cup-sliaped flange connected to a fiat flange by 
means of a disc of leather. Another is that used by Messrs. 
Crossley & Co. in connecting their gas engines with a dynamo. 
This consists of two opposed flanges furnished with studs ; the 
flexible link consists of a continuous rope, which is led to and 
fro between the studs alternately. Another simple and 
effective coupling is that of Siemens. The drive is made 
through a spiral spring wound on a shaft, connecting the motor 
and the dynamo. In the Proceedings of the Royal Society of 
Arts, 1910, p. 962, will be found the second Cantor lecture on 
"‘The Petrol Engine,'’ by Prof. W. Watson, E.R.S. The 
indicated horse-power is found by means of the lecturer's 
excellent device, namely, a corrugated steel diaphragm, cooled 
by water circulating round the chamber in which it is 'fixed. 
This diaphragm takes the place of the piston of the ordinary 
steam engine indicator. The latter instrument is not suitable 
for very high speed engines owing to the inertia of its piston. 
Prof. Watson's diaphragm accurately shows the pressures in 
the cylinder when the whole stroke of the piston of the engine 
takes -ia second and the pressure rises to 250 lb. per square inch 
in 0*003 second. By means of two mirrors, one rocked to and 
fro by the diaphragm and another rocked at right angles to it 
by a lever driven from the shaft of the engine, a beam of light 
is given two motions, which when projected on to a screen 
draws an indicator diagram, from which the indicated horse¬ 
power can be deduced. This is photographically recorded. 
The most valuable property of the diagram so found is that it 
shows the relationship of spark ignition to pressure developed. 
But it is with the dynamometric test of the petrol engine that 
we are concerned. 

With some engineers the method of determining the horse¬ 
power by coupling the petrol motor with a calibrated dynamo 
has commended itself. This really means that the dynamo so 
employed gives an electrical output which, when certain 
corrections for losses have been made, exactly represents the 
horse-power employed to drive it. Probably with dynamos of 
considerable size, such as over 50 h.p., no great error would be 
introduced, but with smaller dynamos this is not the case. I 
think that Dr. 0. V. Drysdale puts the matter clearly in the 
following paragraph, taken from a paper on ""The Testing of 
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Electric Generators and Motors,” Engineering^ Noyeniber 24, 
1905 

‘‘For small machines we are therefore thrown hack on the measure¬ 
ment of the input and output. In the case of motors the mechanical 
output may be measured either by a transmission dynamometer or 
brake, while for generators the transmission dynamometer is alone 
available. There is, of course, the option of a ‘ calibrated ’ generator 
or motor, but this is pure begging of the question, as the calibration of 
this machine must be carried out by a dynamometer or brake, and 
cannot be regarded as constant.” 

I have found that the following method yields good results. 
Let the engine to be tested be coupled to a dynamo accurately 
balanced about the axis of its armature shaft, carried on anti¬ 
friction wheels, or, as Dr. Drysdale has done, on the arms of a 
balance furnished with knife edges. Then the dynamo is 
employed really as a brake, the current being so employed as 
to set up the required torque between the field magnets and 
the armature. Then, if the torque be known and also the 
revolutions per minute, the brake horse-power is known. I do 
not describe the above as by any means a new method. It was 
employed by me many years ago in the MiUard Engineering 
Laboratory, Oxford. I think that Dr. Drysdale’s method 
(which has been described on p. 221) of suspending the electric 
machine is excellent and very sensitive. One of the great 
advantages of this method of testing a prime-mover, in which 
the speed varies slightly in the course of each rotation, is that 
it may be continued over a long time, during which changes in 
advance, etc., of spark and vapour mixture can be made with 
ease. The proportion of the size of the dynamo to the engine 
of course must be considered, so that the dynamo may be well 
able to take the work put into it. The following will be found 
to be a convenient form of adjustable base for carrying many 
kinds of engines and motors. A base table furnished with T 
slots to which the engine may be secured by bolts is capable 
of five motions, three being motions of translation at right 
angles to one another and two of rotation, one about 
a vertical axis, the other about an axis at right angles 
to the line of the axis of the engine shaft, the slides in each 
case being of geometrical construction. A modern milling 

B. Q 
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machine has these motions, and the axis of the piece to 
be milled can readily be placed where desired. The design of 
this table was partly due to the late Mr. E. M. Newton, of 
Taunton. In order to make improvements in petrol engines, 
in which there are so many variables, the most careful dynamo¬ 
metric tests should be made in conjunction with the indicator 
diagrams, and expenditure on a complete testing plant should 
not be grudged by those who stiU desire to make further 
progress in the development of this class of prime mover. 

[The internal-combustion engine, and especially the petrol 
engine, as used in a motor car or flying machine, when tested 
with a dynamometer depending on solid friction such as the 
Prony brake, is subject to special difficulty depending upon 
instability of speed. This type of engine for a considerable 
range of speed, including its useful range, develops an amount 
of work per revolution which varies but little with the speed. 
At extreme low speeds this may fall off in consequence of 
cooling of the hot gases and also if there is leakage, while at 
extreme high speeds it may fall off in consequence of insufficient 
supply of mixture and delay in the development of pressure 
with respect to the position of the piston. It results, therefore, 
that for a considerable range the horse-power is nearly propor¬ 
tional to the speed. In the same way the resistance due to 
solid friction is much the same over a very great range of speed, 
and so the horse-power absorbed will be for any setting of the 
brake very nearly proportional to the speed. If, therefore, an 
engine of this type is tested with a solid friction brake and a 
fair balance between the power and the resistance is obtained 
for some speed, this same balance very nearly will obtain for a 
large range of speed and the engine speed wiU be difficult to 
maintain. The engine may even run away or stop with small 
variations of power. For this reason' it is much more con¬ 
venient to test this type of engine with a dynamometer 
where the resistance is proportional to some higher power 
of the speed than the first, such as that given by fluid 
brakes, whether the fluid be air or water. If the power 
absorbed follows a cubic law, as with the fluid brakes, then 
a very small increase of speed will produce so great an 
increase of resistance that any slight access of power has an 
insignificant effect on the speed, which therefore is stable. 
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It has seemed to the writer that the Foucault current type 
of brake, described in Chapter VII., in vrhich the increase of 
resistance with speed is less than it is in fluid friction brakes 
could have the index of its law increased by 2, or nearly so by 
including a dynamo in the brake the current from which would 
excite the electromagnets which are used for inducing eddy 
currents. If the magnetising coils were so proportioned that 
these only approached saturation at high speed, then the 
increase of resistance with speed would foUow a higher law 
than it does with constant excitation and the stability of speed 
would be improved.] ^ 

[In the Proceedings of the Institution of AutomobUe Engi¬ 
neers of November, 1912, there is an account by Dr. W. Watson 
F.R.S., of a carefully-conducted test of a petrol engme in which 
the load was taken up electricaUy, but instead of depending on 
the rating of the dynamo, a method which was foimd to be 
troublesome and unsatisfactory, the cradle system was adopted 
The engine was connected by means of a Zodel-Voith flexible 
coupling to a nine-kilowatt electric motor with separately 
. excited field. When this was used as a dynamo the load was 
absorbed in a large air-cooled resistance with step switches, so 
that the load, and therefore the speed, could be adjusted. ' It 
could also be used as a motor when the power needed to over¬ 
come the friction of the engine was being determined. As 
shown in Figs. 104,105, the motor was supported by two turned 
cast-iron rings A resting on ball-bearmg friction pulleys BB 
made of hard steel. As the cast-iron rings wore not hard enough 
bands of spring steel were clipped round them, and these could 
be shifted in position if the bearing parts showed any wear after 
long-continued use. A transverse beam with a scale-pan D at 
each end made it possible to apply any torque to the motor 
magnets in either direction, and an oil dash-pot E was used to 
damp out vibrations. A large part of the weight of the motor 
was taken by a knife edge in the eyebolt at the top. The knife 
edge was carried by a wire attached to one end of a pivoted 
beam, the other end of which carried a counter-weight. With 
this compound support the motor is carried in a state of stable, 
not of neutral, equihbrium. This was convenient, for it was 
only necessary to use multiples of the pound on the scale-pans, 
while fractions were read by pointers moving over the scales F. A 
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deflection of 3'6 millimetres from the mean position corresponded 
to a torque of 1 pound-foot. The dynamometer worked so 
steadily that the pointer could he read with an accuracy of one 
or two tenths of a millimetre. I have to thank the author and 




the Institution of Automobile Engineers for permission to use 

the illustration.] „ „ 

[In the National Physical Laboratory Report for 1910, there 
is an account of a motor-testing plant in which the absorption 
dynamometer consists of a specially-constructed fifty-kilowatt 
direct-current generator mounted in the manner of the cradle 
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dyn3/111 oniGtor on knife ccigGSj so tli3t trh.e power ^Tbsorlied. 
be determined without depending on the calibration of the 
dynamo. A water-cooled friction brake is also provided.] 

The Wimpbris Accelerometer. 

[In recent years the development of the accelerometer has 
led to a new and extremely practical and quick method of 
testing the brake horse-power of motor-car engines in position 
in the car and on the road. 

Lanchester’s accelerometer is described in the Proceedings 
of the Institution of Automobile Engineers, 1909—10, Vol. IV., 
while that of Wimperis will be found in the Proceedings of the 
same Institution for the year 1914.* As the Wimperis 
accelerometer is the one best suited for this kind of test, I 
shall describe the construction of this one by the aid of 
Pigs, 106-—108, for which I am indebted to the manufacturers, 
Messrs. Elliot Brothers. 

A and B are two discs geared together and delicately pivoted 
like wheels in a watch. The circle in each represents a hole 
which puts them out of balance. It will be seen that these 
holes are symmetrically placed with respect to the horizontal 
hne, and, owing to the gearing, they must always be so. Now 
suppose the instrument in which the discs are pivoted to be 
given an acceleration in the direction of the arrow P, then, 
owing to the want of balance of the discs, the heavy side of 
each will have an inclination to remain behind or the holes 
will tend to move ahead. They will tend to turn in opposite 
directions, and the gearuxg agrees with this. If one is con¬ 
trolled by a hair-spring like the balance-wheel of a watch, it 
will turn so far that the combined torque due to the two 
unbalanced discs will be equal and opposite to that exerted 
by the spring. If, however, any acceleration is apphed in the 
direction of the arrow Q, the tendency of the two discs wiU be 
equal and in the same direction of rotation, but as this is 
inconsistent with the gearing this acceleration has no ultimate 
effect. Similarly, acceleration perpendicular to the plane of 
the paper can have no effect either. 

* See also British Association Report, 1910; Proceedings of the Institution of 
Civil Engineers, Vol. CLXXXVIII., and “The Principles of the Application of 
Power to Road Transport,” by H. E. Wimperis. London. Constable and Co., 
Ltd., 1913 
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It will be- clear, then, that such a construction picks out 
acceleration in the direction of the arrow' P, or retardation 
which is negative .acceleration, and responds to it, hut 



is insensible to acceleration in any direction perpendi¬ 
cular to this. The left hand side of Fig. 106 is a 
plan diagram of the construction of the instrument. Here 
the tw'o spur-wheels arc seen geared togeth.er. The upper 
carries a larger copper disc in which the unbalancing 
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liole is made. Tlie lower om carries a tiandi wliich morns owm 
the dial mil in 'Fig. lt)7. The p<Mitive weight of tlie Iwiiid 
dynamically equivalent to the negative weight of a hole on the 
ether si«k‘ of the centre. The hair‘Spring is m 4%s t<i 

make the pointer lie over the »ro of the aeet^lemtioii 
when the iiistninient is le%^el and at tmt and then the angles 
a, /i iiw then each of them ISG d^rees. With accelera¬ 
tion the pointer moves to the left, while with relartlatbii it 
moves to the right. As the reaction of the spring is pro|Mir- 


tiorial to the angle of deficM^tion, while the arm at wlrieli the 
centres of gravity of the moving elements acts varies as tiic 
cosine of this angle, the scale of acceleration and retafflation is 
not one of equal parts, Tbnt one bas?d on the law* The 

copper disc moves between the {H>les of the m&giiet as 
shown, thus experiencing a force ol retafdation pfopertloaal 
to its velocity, and. so vihrations arc damiMd out anil stei^ly 
readings obtmned. The instrument itMuls upon thren^ 
the one in the direction of travel being fumislial with a levelling 
screw to bring the pointer to i;ero when all is quiet. 

Acceleration is literally the rate at which velocity changes. 

'J4 ics Twi an vplncitv Her secoad or feet per second 
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jM*r Hvmul ailik4 or Hubtrac^tol. As the action of force upon 
iinis^ is to priKliu-e aeeeleration, the term ''acceleration" is 
lifteii usihI, conveniently but wrongly, as though it were force. 
Ill clyiiaiiiieal niiits the aeeeleration due to gravity is 32*2 ft*et 
IM^r Wivoiul |M*r second, while the acceleration due to diluted 
gravity down a frietionless incline of 1 in 10 is 3*22 feet per second 
per scv011(1. 

It is often convenient where ac(?eleratioii is measured with a 
vicnv til deteriiihie forces to rc^ckon the force as so many pounds 
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Fig. 108 . 




per ton of the tceight of the car being examined. Thus, if the 
acceleration of the car is 1 foot per second per second, this 


acceleration would be caused by -— 

32*2 


of its weight, or by a force 


measured in gravitational units as 


2,240 

32-2 


09-6 pounds per 


ton in excess of that n^ded to overcome resistance to steady 
motion. The number 70 is so near 69-6 that it is commonly 
taken as the number of pounds per ton corresponding to unit 
acceleration—or retardation if the action of a brake is being 
eonsiderrf. 


If an accelerometer is placed upon the floor of a oar and care- 
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fully k^velknl whmi the passengers are in tlieir plac^., anil tlirfi 
the ear in start(‘d on a level road in the usual way. tlie nt^Mile of 
ttie iristniineiit will show the aeeelcTation through nil the 
c)|Kn‘atioiiH letting in the clnteh, and during the str*ii*ly 
increase of specs 1 on each gear, dropping for a nionieiit to a 
negative quantity as t he gears are being changed. Two examples 
taken with a recording accelerometer aie shown in Fig. 108. 
Tliese were taken on a three-speed touring car at Brc:x>kIaiKk» 
Th€> upper curve show^s the acceleration whm s}wd was got 
up as quickly as possible, while w^hen the lower one w'as 
obtained this process was not unduly hurrimi. Tlic^ greatest 
acceleration is due to the coming into ifection of the clutch, and 
the next is got with the low" gear. It is the drop of aeet^lera- 
tion to a negative quantity with which w"e are immediately 
concerned. 

Taking a car first on a level road and driven at any desired 
speevi, the speed must first he read on a speedometer, and then 
w"hen all is going steadily the clutch is suddenly thrown out of 
action and the accelerometer read. The car meets with resistance 
due to road friction, to internal friction in the mechanism 
between the road wheels and the clutch, and to wind or air 
resistance, and this last at high speeds is the most important. 
In virtue of tliese resistances its acceleration, w"hich -was 2 »ro 
W"hen it w^as moving at a uniform speed, becomes suddenly 
negative, and this may be read as so many pounds ton. 
Up to the moment of declutching, when the velw^ity wm 
uniform and the acceleration zero, the engine wm providing 
the power to overcome these resistances, i.c., it was applying a 
force of tlie ascertained number of pounds at the speed of the 
car. The following example is taken from the makers’ 
pamphlet:— 

Weight = 1*67 tons 

Tractive resistance by accelerometer = 165 pounds per ton = 
275*5 pounds. 

Speed = 44*78 miles per hour = 65*7 feet per second 
^75*5 X S5*7 

Brake horse-power = -- = or 33 as ntwly as 

it can be ascertained ; 

or, more shortly,--= brake bom-power, 
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when* \V = weight in tons 

R — tractive resistance in pounds ptT ton 
and V' — velocity in miles i)cr hour. 

Tile following values have been found for R 

(’lean wood or hard macadam . . 70 Ib. iier ton. 

Muddy and sticky road . . ■ 95 „ ,, 

Road metal partly rolled . . 120 „ ,, 

Loose road metal not rolled . . 200 „ ,, 

So far we have been considering a level road only. If the road 
is not level, the real acceleration of the car in feet per second per 
second will be altogether different; nevertheless the readings 
of the accelerometer as indicating forces applied by engine or 
by brake will bt* true, and for this purpose the slope of the road 
has no effect. This is a surprising result to many, but a 
moment’s consideration will show that, in so far as the actual 
movements of the car are affected by the slope tending to move 
the accelerometer needle in one direction, the consequent slope 
of the instrument will act to an equal extent in the opposite 
direction. That this must be so is most readily proved by 
considering a model cart moving without friction down an 
inclined plane. If such a cart were to carry a pendulum, the 
pendulum would lean forwards relatively to the cart if this 
were at rest, hut if it were liherated and were free to accelerate 
under gravity, meeting with no friction on the plane, the 
reaction between the plane and the cart and all its contents 
would be perpendicular to the plane and the pendulum would 
hang square* to the cart, the same as if they were on the level 
and at rest. The pendulum is an accelerometer of simple 
construction, and so the reading on an incline with no forces 
acting except gravity is zero. As the accelerometer acts 
dynamically as a pendulum in relation to fore and aft motion 
and acceleration, it also is its equivalent as an indicator of 
slope. The scale of the instrument is therefore provided with 
a lower set of divisions which wiU indicate by the position of the 
pointer the gradient on which the car is standing or on which 
it is moving, provided that the speed is uniform or the accelera¬ 
tion zero. It should be pointed out that there is one error in 
the statement as to horse-power as made. The w'cight of the 
car in tons should have a very small amount added to it 
corresponding with the rotational energy of the road, wheels 
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and revolving mechaiiis^m up to the cfaleh* Tte tftm, for 
instance, should be countt^cl nearly tw*ice over. Mill the utlier 
parts in a proportion less than this. If W is tAfen t# mem 
tlie weight in tons increased in this way by the right ainimat, 
then the expression given is correct. 

It may be well to add the statement that in the instrainents 
as at present made the large amount of deM anil 
material of the unbalanced di^s is no loager tapk>y©i., hm% 
instead the same departure from balance Is obtainal by the 
use of a short light arm with a small weight at the enil.] 
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The very iniportaiit researches of William Fronde, made at 
Torquay, on tlie friction experienced by ships moving through 
water have borne an excellent harvest, and an experimental 
plant verj^ similar to Fronde’s original one at Torquay was 
ercH^ted by the Admiralty at Haslar, where excellent and 
constant work is carried on by his son, R. E. Froude, P.R.S. 

The importanee of the w^ork has been thoroughly recognised 
by foreign Powers and private shipbuilding firms. In order 
that the behaviour of a model of a ship may be compared with 
the behaviour of the ship itself, Froude employed a scale of 
comparison,” as lie called it ; this was based on the stream line 
theory, and is thus stated :— 

If the ship be D times the dimension of the model, and if 
at speeds Vj, V 2 , V 3 the measured resistances of the model are 
R^, R 3 , then for speeds ViVd, V^VD, VaV^D of the ship, 

the resistance will be D'^Rg, D^'Rg. . . Froude applied 

the expression “ corresponding speeds ” to the speeds of the 
model and ship. An example taken from Fronde’s paper in 
Vol. XY. of the Transactions of the Institution of Naval 
Architects, and quoted by Sir William White, Manual of Naval 
Architecture,” 1894, p. 478, will make this clear. 

In Fig. 109 is shown a curve of resistance,” in which 
abscissae represent speed in feet per minute, set off along XY, 
while the ordinates represent the resistance of a ship or a mode! 
of a sliip in pounds at different speeds. By means of a traction 
dynamometer, which wdli be described later on, the resistance 
of a model, say, at 240 ft. per minute is found ; this value is set 
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off as an onlinatt*. ad, at the poitit d, which com*sj»oiMls t« the 
speed. Several points, such as a. an* fouitd for different 
speeds, and through these the curve AA is tirawn. Front a 
curve so formed the resistanet* cavn Ite fouml for any 
included in the experiments. From the immerswi .surface iff 
the model and an exfx'rimental determination of the eoi'ftieieiit 
of friction the frictional n*sistanco for CiW^h siKid can be 
calculated. 

Next the* frictional rt*sistance is set off from the base line X¥ 
for each .speed on the same scale. For a speecl 24tt ft. |xt 
minute df) represtnits the frictional resistance. Thu.s a curve 
BB of frictional resistance is found for the model. From these* 



data the resistance of the full-sized ship can be found. Frowle 
made his experiments on the Greyhound ; the scale of the model 
was one-sixteenth that of the ship ; so that for the scale of 
comparison D = 16 : ^©=4; and therefore the “corre¬ 
sponding speeds ” of the ship will be four times tlicMO of the 
model. In the figure the speeds for the model are makrked 
below XY ; and the speeds of the ship above this line Then 
Resistance of ship = (16)“* X resistance of model 

^ 4,096 X „ ” . 

This change, therefore, simply amounts to an alteration in the 
scale of measurement of the ordinates of the curve 1A; and what - 
ever length represents 1 pound for the model must represent 
4,096 pounds for the ship. On the right of the curve dia^ara the 
correction, is shown by the scale of “ resistajace of ship in 
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fresh and in salt water. This scale gives values for resistance 
ill fresh water and st‘a water, the rt^sistaiiee in salt waiter 
exceeding that in fresh water in the ratio of tlie density of sea 
water to fresh water. The scale was employed since in the 
experiineiita! tank fresh water was used. Since the length of 
the ship greatly excecxls that of the model a correction is 
required on this account. The frictional .resistance of the ship 
is calculated for the various speeds, her actual coefficient of 
friction being niMie use of, and these are set off, on the proper 
scale and on ordinates representing the corresponding speeds, 
downw^ards from the curve BB, which represents the frictional 
reHistance of the model ; through the points then determined 
the curve CO is drawn. Then, to determine the resistance of 
the ship at any s|>eed instead of measuring from the base¬ 
line XY, it is necessary to measure from the line CC. I am 
indebted to Sir William White, F.R.S., for his kind permission 
to reproduce the figures and description from his ‘‘ Manual of 
.Naval Architecture/’ p. 479. 

The meehanieal problem which William Froude set himself 
to solve was to make exact models of full-sized ships and then 
to tow them through water at a uniform known velocity. The 
force require?d to tow^ them was accurately recorded during the 
whole transit of the models. The exhaustive paper of William 
Froud€% F.R.S., in Vol. XV. of the Transactions of the Institu¬ 
tion of Naval Architects, and that of his son, R. E. Froude, 
F.R.S. (Institution of Mechanical Engineers, February 2, 
1893), should be carefully read by any one wishing to appreciate 
the material outcome of genius and ability. Only enough wnll 
be stated here by way of an outline of this splendid piece of 
work. 

The different parts of the model ship-testing apparatus are 
these :—The water w^ay ; the experimental carriage ; the 
engine and bawling gear ; the governor of the engine ; the 
model-shaping machine ; the copying apparatus ; the forming 
of the model; the weighing of the model; the record of an 
experiment. 

The water way is in the form of a canal. At the 
Admiralty Experimental 'Works, Haslar, it is about 400 feet 
long, of nearly uniform section, having vertical sides. On 
each side of this tank rails are laid down, and on these, which 




SHIP MOBEL BYIv\MOMETE,E 



mMieatly 21 feet apart, the exiM^rimefital In 

tlie first ship nuKle! apparatus the €»x^^riiaef*t&l earriage was 
earned froiii the roof built over the tank, which wm eenstraetwi 
at Tort|uay by William Fromie. The ex|ierii»eatal earriage is 
equipped with recording ciyiiaMouietrlc apparatus, so that the 
pull is recorded by means of a |^ii on a of pA|M^f w^ieli 
covers a cylinder, driven from one of the iMiged whecds of the 
carriage; on the same paj^r a simultaiieoms recowi is mimh 
by a pen actiiatcKl by an electromagnet, tie of which m 

broken by a clock at definite intervals ; anotlier pi*ii rt^eonls 
a broken line showing distances pas^^ci by the earriag#\ 
The ordinate of the diagram produced is directly prcqiertional 
to the force of traction at any instant. Tim earrlm^ is erf 
peculiar construction ; the nienibers of the trust's of whieli it 
consists are formed out of wood, in the form of trunls or boxes 
about 4 inches square in crcM^-section, the skies iM^ing | inch dmi 
put together with shellac varnish and mmweA. The strength 
of this structure for its weight is very great, and it hm itiMxl tlie 
test of many years of constant work. Sir Wiliam White when 
commenting on the construction said: It wm iiid^ mm 

admirable example of structural arranp.ii»mt with » ight a 
material, which had not been suppled to lend itelf t# Ih# 
girder method of construction.’’* The carriage is sioia ia 
Fig. 110. 

The carriage is propelk^ by means of a wlm rop^, fed ov©r m 
groov.ecl sheave, driven by a Id-inch Tower spherical eagittc. 
The range of speed for towing the carriage is between Idd m4 
5d0 feet per minute, and a speed as high as l,2W feet per iiiinmte 
has been reached. The governor ia quite different from all 
other centrifugal governors. The centrifugal force due to two 
masses of metal is opposed by a spiral spring j when the mI- 
justed distance is reached by the masses they cause a dim, 
sliding on the spindle of the gavem^», to engage Mctbnmlly 
with a disc, to which a link is attached which actuates the 
supply valve of the engine. This is sHghtly rotated and the 
supply of steam lessen^. The performance of this governor 
is excellent and reliable. A similar principle is embodied in 
the driving mechanism of one form of the phonograph. In 

Proceedings of the Iiisfitetioa of Mecbaalea! f, im% 

p. 4$. 
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tilts c‘loek-work d.ri%’es the plioiiogm|.)h by frictional 

through a iiiinute centrifugal governor only when 
t!it‘ ilesircnl is not exceeded^ and thus the recording 

cylinder is driven at a iiniform speed. 

The model sliips are mmle of hard paraffin w’ax about 14 feet 
long, and 'when finished about 1 inch in thickness, an allow’-aiice 
of I inch khiig made for finishing them accurately to shape, 
which is effeetecl by a model-shaping machine (Figs. Ill and 
112). Fig. 112, wdiicli is a transverse section, is on a larger 
scale. This macliine consists of the model table, w^hich has a 
maxinmni travel of 20 fe^et, on which the cast model is fixed keel 
upwards. On each side of the model two fly-cutters revolve at 
2,700 revolutions per minute ; while the unshaped cast model 
traverses tetween these cutters they are caused to follow the 
lines of the ship, drami on paper, so that contour lines are cut 
on the model. After a sufficient number of these have been 
cut the model is removed, and the surface finished by tools of 
the spoke-shave type in such a way that all the contour lines 
cut by the fly-cutters are joined. The movements of the table, 
with the model on it, and the copying point are all under the 
control of the operator. The table is traversed by means of a 
piston moving in a long cylinder, the piston-rod being a 
continuous steel piano wire, led out through glands at each 
end of the cylinder and then over pulleys. The piston is moved 
by oil under a pressure of 14 pounds per sq^uare inch, pumped by 
a small vane pump. This machine should be seen to appreciate 
its numerous points of excellence. The models are cast in 
moulds made of white clay contained in a long rectangular box. 
The melted w^ax is used at a temperature of about 160° F. 
After the model ship is finished it is weighed, so that correct 
additional weights may be put into it to give it the right depth 
of flotation. In order that the behaviour of the model ship 
may give results from which the behaviour of the full-sized 
ship may be truly predicted, every measurement connected 
with the model ship must be as accurate as possible ; this 
accuracy has been attained in a high degree in the testing 
plant at Haslar. Many other points are also investigated, such 
as scre%v efficiency and the effects due to wave-making. 

Referring again to Figs. Ill, 112, V is the traversing 
carriage with the paraffin model on it, being shaped by th^ 
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the spur wheel B, fitted with a sliding feather. The rotation 
of D is effected by the hand-wlieel Q through mitre gear ; the 
haml-wheel Q also moves the indicating nut F through the 
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distiiiu'c of the vertical rise or fall of the cutters, so that they 
can he set by this means at the levels of the successive water 
lines marked on (5. The lateral motion of the cutters, which is 
svniiiietrical. is controlled by* a right and left handed screw H, 
engaging in the nuts StS. This is worked by mitre gear through 
the hand-wheel U. The cutters always work from midships of 
the model towards its ends, so that they continuously move 
inwards; their sliding friction is reduced by the counter¬ 
balance levers and weights WVV. The fulcrum M of the 
copying lever .1 (indicated hy a single line) is mounted on the 
frame K, which is also a lever pivoted at L, just beneath the 
line of motion of the cutter end of the copying lever, being held 
at the other end at the point I, in the line of motion of the 
tracer, hy the frame N. The position of N in the direction of 
the travel of the tracer is regulated by the roller Y, held in 
contact with the back edge of the batten P by means of a hght 
weight over a pulley, the front edge of the batten being adjusted 
to a uniform distance from the centre line of the drawing. 
The proportional longitudinal travel of the drawing fixed to 
the table to that of the model is regulated hy the change 
wheels X, the teeth of the cog-wheels being always kept in 
contact by a weight acting through a line over a pulley ; thus 
any play of tc^th is avoided. The motion of the table carrying 
the model is given to it by a piston and cylinder actuated by 
oil, pumped by a small centrifugal pump Z (this has been 
previously described). The tracer is not a point but a circle of 
the same diameter as the cutters, and its edge is kept in 
contact with the lines of the drawing while the cutting is made ; 
if the plan and model differ in length, then in place of a circle 
an ellipse is used, the axes being proportional to the relative 
length of the plan and the model. No difficulty is experienced 
in keeping the edge of the circle or the ellipse in contact with 
the lines of the drawing, or in manipulating the hand-wheels 
and foot -gear, which are all in easy reach of the operator. 

The example set hy the British Admiralty has been followed 
by several foreign Governments—^Trance, Italy, Germany, 
Russia, and Japan. Also some Upbuilding firms have added 
a complete model-testing plant to their works : the pioneers 
in this are Merers. William Denny & Sons. Quite recently a 
testing tank for ship models has been built at the National 
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r!iys;ieal Laboratory, Toddiiigt^on, where every dt»tail has imm 
thought out witli great care, much being due to Mr» Foraee 
Darwin, F.R.S. It was initiated by the Institution of Naval 
Areliitects, Mr. A. F. Yarrow offering, subject to certain con¬ 
ditions, the sum of £20,000 to defray the eo€t of its coiistnif- 
tion and its outfit (Report of the Experimental Tank 
Committee (1908), Institution, of Naval ArcMtectsh 
Instead of the towing engine of Fronde an electrically-driven 
motor is employed. This motor forms part of the experimental 
carriage, so that any vibration due to a long stc^l-rope drive is 
obviated. When we consider the enormous tonnage of the 
w’-ar and mercantile shipping belonging to England, the great 
importance of such a plant, where different naval architeets 
can obtain trustworthy and careful t^^ts of their degigiis, 
cannot be over-estimat^l. 


Notis ox ExpiBiMiXTAn Taxes. 
Chronological onier of eight Experimental Tanks :— 


Torquay, first of such tanks . 

. 1872 

Dumbarton, Messrs. Denny & Sons 

. 1882 

Admiralty Tank, Haslar 

. 1886 

Spezia tank ..... 

. 1889 

Washington tank ... 

. 1898 

Bremerhaven tank 

. imm 

Berlin tanks..... 

. 1992 

Uebigaii tank . . , . 

. mm 

National Physical Laboratory 

Tank in constnietion* 

. 1910 


[The National Physical Laboratory tank and equipment at 
Bushey have been completed since the author wrote his account 
of Froude’s work. As the general design is based upon that of 
Froude, though in detail there are alterations and improve¬ 
ments, and electric motors in particular have facilitated the 
operations, it seems unnecessary to describe these in detail. 
It is sufficient to refer to the collected researches of the National 
Physical Laboratory^ Vols. VI. to IX., or to the Transactions 
of the Institution of Naval Architects of 1910 and succeeding 
yew.] 
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CHAPTER XVI 


THE AEaOSATTIC DVN'AMOMBTEE 

National Physical Laboratory apparatus . . ... ^'7 

Vickers, Sons and Maxim’s apparatus .... . , g^f 

Throcoh tlie courtesy of the mewtmrj of the Ackwry 
Committee for xiorouauties, 1910, I am aMe to give a cle^rri|>- 
t,ion, with figures, of the dynamometer umA In ex|»rimeiits 
made on air propcdiers. Problems in air resLsIanet^ have long 
ago been studied by employing some kind of whirlir^ table, 
that is an arm, revolving in s .horizontal plane, carrying the 
surface opposed to air friction and preasure at its end. This 
method was einplojrf by Eobins in 1746, .Hutton in 1787 , 
Smeatoii in 1759, Him in 1S54, also more recently by Dines in 
England and Langley in America. Wben an arm of great 
length is employed as the carrier of the surface or propeller, a 
close approximation to the conditions existing men actual air 
machine can bo obtained. The radius of the arm of the whirling 
table at the National Physical Laboratory is M feet; it rotates 
within a galvanised iron shed 80 feet by SO feei, so m to be 
free from atmospheric disturbance. 

The 30 foot arm is built up of light steel tul^s tapering 
from 1| inch diameter at the axis to 1 inch at the extremity ; 
they arc 12| inches apart, and are connectmi together by struts 
(Figs. 113, 114 and 115). The central pc«t ri»s 6 feet above 
the tubes, and the stiffening is effected by eonneeting the til»s 
to a cantilever built up of light angled irons furnished with 
cross-bars and steel-wire ties, A 14 horse-power electric 
motor drives the arm through worm-wheel reduction gear of 
28 to 1. 

In order tO' prevent the post being strained by the inertia of 
the arm when stopped, the post is divided, above the worm- 
wheel, the upper and lower parts btnng connechMi by a ratchet 
gear wlucli allow''s the Ml rotation of the arm when the motor 
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h stopfRHl. Till* arm can be driven from five to tliirty revolu 
ticiiis per inimite : this eorresponds to a speed of the propeller- 
test irig iiie(‘lia!iism of from ten to sixty miles per hour. Current 
is supplied to the testing meelianisoi through slip-rings fixed 
to the eeiitral post, and wires connecting them with the motor, 
etc. The propeller shaft is driven by a half horse-power motor, 
carried by the arm 8 feet from its extreinity, the motion being 
given to the shaft by a belt. This motor is furnished with a 
specni-regulator worked from the observing table, so that when 
an experiment is being made both the speed of rotation of the 
propeller and its forward movement can be separately con¬ 
trolled. 

The propeller dynamometer is shovni in Pigs. 116 and 117 ; 
it is so designed that the torque on the propeller shaft, due to 
a given thrust, is recorded on a drum. To effect this the ball- 
k^arings carrying the propeller shaft are supported by a link 
motion which allows a small horizontal movement of the shaft, 
tills motion being controlled by the spring S^, The pulley P, 
by which the shaft is driven, is mounted on the bracket B, and 
transmits motion to the shaft through the outer casing of the 
oil dash-pot DP and the coiled spring Sg. On the face of the 
casing of the dash-pot a lever is carried ; this is furnished with 
a pencil, which can scribe a line on paper on the drum attached 
to the propeller shaft. The end of the propeller shaft is 
connected to the armature of a small generator G, so that the 
speed of rotation can be found from the readings of a voltmeter 
on the observing table. In making an experiment on a pro¬ 
peller the tension of the spring Sj is set to a given value and the 
speed of the whirling kept constant. The speed of the propeller 
shaft is gradually increased by means of a regulator until the 
thrust of the propeller is sufficient to balance the pull of the 
spring. When this balance has been effected the propeller 
shaft moves back on the link motion through a small distance. 
This is recorded by a movement of the pencil parallel with the 
axis of the propeller shaft. The trace thus made on the drum, 
which shows the circumferential motion of the pencil, is read 
and the torque carresponding to a given thrust deduced. In 
order that the desired thrust may be known the lever of the 
link motion by means of contacts shows either a red or a green 
light on the whirling table. 
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AiR'PROpellee Testing- Plant at Messis, ViricE^, Sgns 
AND .Maxim's Woeks, Baeeow in Fueniss* 

This apparatus consists, as will men from Figs, IIB ami 
I UK of a steel eaiitilevc>r, aceurati^Iy balaaced md suspeatk^i iji 
such a manner that it is free to revolTe about the head of a 
east “iron column. The point to Trhich the gusiR^jisioii rods 
converge is a stec4 bracket to which is fastenmi a steel tube, 
constructed of rolled-ateel plates, but jointed anti riveted.. At 
the head of this tulx" there is a ball-“lK>aring which sup|x>rts the 
entire weight of the moving portion of the st.mcture, a guide 
from the bottom end being supplied by four horizontal roiers 
carried on cast-iron brackets bolteti to th€> lower end erf the 
steel tube and rolling on a turned bc^t on the column. 

The arm w%ieh rcwolvt^ is built up of steel angles, and i® 
provided with a coverexi-in observation station at the eeiitie, 
which contains the 100 horse-power motor and the r€xx>fdiiigin¬ 
struments. At th,e extreme end of thc^ arm, and llO ieet from 
the centre, there is a steel platform carrying the bracket and 
bevel gearing for driving the propcdler, the p«>wer l^ing trans¬ 
mitted along tlie arm by a line of steel shafting. The otlier 
end of the arm temiinatcs in a sheet iron ballast tank at a 
radius of 56 feet, by means of wEich it is posrible to balance 
the whole structure. 

The revolutions of the propeller may he A^aried from to 
over 1,000 revolutions per minute. The speed of the propeller 
through the air can be regulated by means of screens, m m te 
conform to the conditions for wRich it is designed, which speeel 
may reach seventy miles an hour. 

A system of accurately measuring the thrust of the propeller 
is included in the design of the bracket and gearing, the pro¬ 
peller shaft being allowed to move for^^ard against, a spring, 
which movement is mechanically recorded in the observation 
station. Experience show's that the thrust can be accurately 
measured to within 1 per cant, in a total thrust of 5(MI pounds. 

The gear is made with a revere so that the efficiency of the 
propellers can also be tested for going astern. 

The w’hole of the conditions for this machine are exactly 
similar to those of a ship nmning in a straight Ine through the 
air, as an ingenious method for compensating for the circular 
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ion of the pmjK'ller lias be«a arrived at. without whieh. in 
ilsir itiaehities, that jwrtion of the propeller blade 


I centre eolximn is caused, to travel less rapidly than the outer 
•tion. 

?rovision has also been made for attaching a gondola to the 
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}i!atff)rm iilieacl of the propeller, so that the results obtained 
from the machine may be relied upon as being exactly similar 
to tliosc^ which will actually prevail when the propeller is placed 
on the sliip, astern of the gondola. By this means the exact 
condition of the propeller when it is thus fitted in position in 
the ship may be imitated. 
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